ive 


ate 


> Or 
se 


5,772 





August 26, 1949 THE RAILWAY GAZETTE 229 





A Journal of Management, Engineering and Operation 


INCORPORATING 
Railway Engineer - TRANSPORT - Ope Railway ews 


he RailoayTims - Herapath’s ‘ va 
Ral _ RAILWAY RECORD. 


” J tae 
rae ESTABLISHED 1635 a. Ry OL Gre 





PUBLISHED EVERY FRIDAY 
AT 
33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 
Telegraphic Address; ‘‘ TRAZETTE Part, Lonpon ”’ 
Telephone No.: WHITEHALL 9233 (12 lines) 
Branch Offices: 
GLASGOW: 87, UNION STREET 
Telephone: Central 4646 
NEWCASTLE-ON-TYNE: 4, ROYAL ARCADE, PILGRIM STREET 
Telephone: Newcastle-on-Tyne 22239 
MANCHESTER: CENTURY HOUSE, ST. PETER’S SQUARE 
Telephone: Central 3101 
BIRMINGHAM: 81, EDMUND STREET 
Telephone; Central 3049 
Annual subscription payable in advance and postage free 
British Isies and Abroad pacts bye Cee ae 
Single Copies . One Shilling 
Registered at the General Post Office, London, as a Newspaper 








VoL. 91 No. 9 FRIDAY, AUGUST 26, 1949 








CONTENTS 


PAGE 
Editorial Notes ; ae ; 229 
Unofficial Rail Strikes 5 waa ? 231 
Lodging Turns ; - 231 
Does a Nationalised Railway System Benefit the 

Employee? .. 233 
Letters to the Editor 234 
The Scrap Heap “re 236 
Overseas Railway Affairs Zt 
Publications Received 238 


Railway and Harbour Development, Gold Coast 239 
Formation Strengthening on the Bournemouth 


Line. Southern Region ie 240 
Bagnall Shunting Tank Engines for Western 

Region 243 
Personal 247 
Electric Train Sets for New Zealand 249 
Accident Report, Garton, North Eastern Region 250 
Staff & Labour Matters 2a 252 
Notes and News 253 








DIESEL RAILWAY TRACTION 


The September issue of this RAtLWAY GAZETTE publication, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on September 1, price 2s 


UNIVERSAL DIRECTORY OF 
RAILWAY OFFICIALS AND 
RAILWAY YEAR BOOK 

1949-50 Edition 


Particulars and Lists of Officers of 2,100 
Railway Administrations throughout the World 








Price 30s. Post Free 30s. 9d. 


THE RAILWAY GAZETTE 
33, TOTHILL STREET, WESTMINSTER, S.W.1. 


The T.U.C. on Nationalisation 
T HE report which the General Council of the Trades Union 
Congress is to present to the Bridlington Congress next 
month makes ii abundantly clear that there are serious differ- 
ences between trade unions and the Government over the 
conduct of nationalised industries. The report summarises 
replies by 27 unions which have members in nationalised 
industries to a list of questions on nationalisation sent out by 
the T.U.C. Apparently it is widely felt among trade unions 
that while censultation is fairly satisfactory at the top there is 
much to be desired lower down the administrative scale. On 
the whole, the Railway Clerks’ Association seems to be fairly 
satisfied with nationalisation on the railways, but the Asso- 
ciated Society of Locomotive Engineers & Firemen considers 
that the industry is “top heavy.” The National Union of 
Railwaymen expresses itself as “extremely disappointed” at 
not being consulted more on matters of major policy, and 
“far from satisfied” with the Railway Executive’s proposals 
about consultations. All three railway unions want a share 
in the selection of candidates for promotion. The National 
Union of Mineworkers has made what is described as a 
“ general comment.” This is that “after more than two years 
of nationalisation, while relationships have to some extent 
improved, there still remains a good deal of dissatisfaction. 
The goodwill that has been built up so laboriously since vest- 
ing day is being replaced by cynicism.” 


* * * « 


Trade Unionists on Boards 

A good many of the unions have grievances on the degree 
of “consultation” on policy, and of the supposed lack of 
sympathy of the technical managers with nationalisation. 
Nothing is said in the report of the regrettable decline of trade 
union authority, of which the railways at the present time are 
an example. The T.U.C. wants more consultative machinery 
and more trade union men in high posts. It asks the Govern- 
ment to appoint more members of boards “for their trade 
union experience.” So far as can be judged by experience, the 
rank and file of railwaymen have not responded particularly 
well to the fact that the member of the Railway Executive 
dealing with labour is a former trade union official, Whether 
because a man is a prominent trade unionist he is therefore 
better fitted to sit on a nationalised board, is not explored in 
the T.U.C. report. It may be, indeed, that in some nationalised 
industries the unions are at a disadvantage because some of 
their best men have been removed from the work in which 
they are most skilled, in order to fill positions on administra- 
tive or executive boards for which they have had no specific 
training. 


* * x * 
A Link with Tradition 


Mr. Gilbert Matthews, C.B.E., Operating Superintendent of 
the Western Region of British Railways, received the insignia 
of the Royal Victorian Order at an Investiture last month. In 
the King’s Birthday Honours List he was appointed a Com- 
mander of the Order for personal services rendered to the 
Royal Family. The current issue of the Western Region Maga- 
zine points out that there is both coincidence and special appro- 
priateness in this particular honour. Queen Victoria, founder 
of the Royal Victorian Order, made her first train journey in 
June, 1842, on the Great Western Railway, from Slough to 
Paddington. The special train was arranged by Charles A. 
Saunders, Secretary & General Superintendent of the Line, who 
was the first officer to hold the title “Superintendent of the 
Line.” On the eve of his retirement in 1864 he received from 
the Queen a silver centrepiece “as a mark of Her Majesty’s 
ipproval of your services in attendance on Her Majesty on 
every occasion for very many years past on which she has 
travelled on the Great Western Railway.” The century-old 
tradition of responsibility of the Superintendent of the Line, 
in person, for the safe travel of members of the Royal Family, 
was maintained on the frequent Royal journeys over the 
G.W.R. during and after the war. On those occasions, the 
responsibility rested on Mr. Gilbert Matthews, the last holder 
of the title, for his office has been redesignated since 
nationalisation, 
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Southern Region Punctuality Record 


We have frequently commented on the excellent results in 
timekeeping which Mr. S. W. Smart. the Southern Region 
Superintendent of Operation, achieves, and duly records in the 
Southern Region Magazine. The August issue of our con- 
temporary contains tables of more than usual interest, for they 
show that Southern Region railwaymen have set up a post-war 
record in good timekeeping. Below are given 
both passenger and freight train operation: 

Average minutes late arrival (weekdays) 


Four weeks ended 


1945 1946 1947 1948 1949 

Dec. 29 May 18 May |7 May |5 May 21 
Steam 8-06 1-60 1-32 0:58 0-55 
Electric 4-97 1-23 1-37 0-53 0-52 


Average minutes late arrival (freight trains) 

25-6 11-3 5-1 1-7 2-0 
It will be seen that in the whole four-weekly period which 
ended on May 21, the lateness in both steam and 
electric passenger trains was a little over half a minute, The 
best day’s working was on Tuesday, May 17, when the average 
late arrival of all trains was 0°36 minute. This constituted a 
post-war record. The worst day was Tuesday, April 26. and 
even then the was only 0:76 minute. The 
important feature of the timekeeping is its consistency, which 
is a tribute to the staff concerned with the running of trains, 
for it shows that they appreciate the value of maintaining a 
high standard of punctuality. 


average 


average lateness 


* * * * 

Electric Traction in New Zealand 

The first major railway electrification contract for the New 
Zealand Gevernment was placed with The English Electric Co. 
Ltd. in 1924. This contract included the provision of the 
complete equipment for a steam power station at Otira and 
an order for five 1,500-h.p. locomotives for use in a five-mile 
tunnel in South Island. Five vears later the company received 
a comprehensive contract for the electrification of the Chr-st 
church-Lyttelton suburban section of the railway and furthe1 
important contracts for railway electrification followed in 1938 
and 1939 Since then the Dominion has from the 
same firm various types of electrical plant, including large- 
scale hydro-electric power stations, while in the railway field 
alone orders are in hand at the present time for 40 electric 


received 


motor coaches and 71 electric trailer coaches, largely for use 
on the Wellington-Paekakariki line and for the important 
Upper Hutt electrification scheme. Delivery of the coaches, 
which differ from these supplied in pre-war years mainly in the 
casting of the bogies in one piece, already has begun, Units 
forming part of this contract were inspected at the Preston 
works of the company by the High Commissioner for New 
Zealand and senior ofticers of the New Zealand Government 
Railways on August 19 and a report of the visit appears in 
other pages this week. Details of the motor coaches and 
trailers will be given in a later issue. 


* K x * 


Tunnel to Africa 

Once again the old project of a tunnel beneath the Straits 
of Gibraltar between Spain and Morocco is being discussed. 
Such a tunnel under the eight-mile channel has long been con- 
sidered feasible by Spanish engineers and various schemes have 
been put forward from time to time. The gauge of the con- 
necting railway presents a problem, as the Spanish railways are 
broad gauge and the main railways in North Africa standard 
gauge. The laying of mixed gauge right through Spain between 
Irun and Algeciras can be ruled out, as even the 97-mile 
section between Puigcerda and Barcelona on the international 
route from Toulouse, has never been made mixed gauge as 
was intended some twenty years ago. The alternative would 
be to lay both broad and standard gauge rails through the 
tunnel, extending on either side to a convenient transhipment 
centre and use containers or transporter wagons for inter- 
national traffic, unless an efficient convertible wagon can be 
devised. France has always been interested in the Gibraltar 
tunnel project on strategic as well as economic grounds, though 
Franco-North African shipping interests may not welcome it. 
If the Iberian countries were to join the Western Union, the 
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tunnel might become an international! Western Europeap 
venture. At all events, the Spaniards are stated to be taking 
the more immediately practical step of building train ferries 


to run between Spain and Spanish Morocco. 
* * * * 
Aids to Railway Surveying 
The twenty-second edition of “ Field Engineering,” revie ved 
elsewhere in this issue, includes what is probably the tost 
concise and yet comprehensive description of the various 
kinds of modern survey work necessary for the preparation 
of a new railway project. From map study and preliminary 
barometric reconnaissance to final location, each phas. js 
explained in detaik Engineers familiar with alimetry or 
barometric reconnaissance in mountainous country may at first 
wonder why the author has given so little prominence to 


that bugbear of the aneroid reader, the diurnal wave. but 
they will quickly appreciate the value of the “ two-base’ 
method of recording which gives. such accurate results 
Though we are in agreement generally with the first four 
chapters of this latest edition—devoted to survey work and 


the preparation of project drawings based on it—we are not 
Sure that “reconnaissance of a line” is advisable: one 
prefers to think in terms of reconnaissance of a _ beli of 
country. We also think that a happier position for the text 
of Chapter XVIII, dealing with the theory of maximum 


economy in grades and curves, would have been among the 
first five chapters. 
* # + * 





Mountain Railway Survey Memories 

The early chapters of “ Field 
memories of aneroid readings 
9.000 ft. in that remarkable 


Engineering * conjure up 
indicating altitudes of up to 
country Yunnan; or, again, 





of preliminary survey work in the Southern Shan States, the 
most beautiful and healthy part of Burma, where the lime- 
includes great “ punch-bowls ” or valleys 


Stone topography 
having no visible outlets, sometimes 2,000 to 3,000 ft. deep, 
and up to five miles long and three miles wide. In such 


country, the steep mountain sides of which are densely 
jungle-clad, reconnaissance is particularly difficult. The rai 
way subsequently constructed there includes 16 miles almost 


continuously graded at | in 25 with four reversing stations 
and a complete spiral mostly in tunnel. Other interesting 
experiences of mountain railway surveying that this volume 
calls to mind were gained in the Arakan Yomas of Burma. 
on the China frontier in the Northern Shan States. in tribal 
country and on the Kashmir border in the North West 
Frontier Province, on the Western Ghats in Malabar, and in 
the Kumaon foothills of the Himalayas. The latest edition 
of this book would have proved a valuable asset on all these 
surveys to supplement Wellington’s “bible of the railway 
surveyor.” 
* * * * 

Engineering in Miniature 

Reference to the value of modelmaking, both as a construc- 
tive pastime and as a scientific aid, was made by Sir Frederick 
Handley Page, when he opened the twenty-fourth annual 
Model Engineer exhibition in London, on August 17. Models 
for research were a keypoint in design and he doubted if the 
general public fully realised the debt it owed to modelmakers. 
This exhibition, although dealing with work produced largely 
for recreation, presents the visitor with a comprehensive selec- 
tion of models from almost every sphere of the craft and 
provides ample justification for the claim that members have 
developed a natural craftsmanship through the production of 
beautiful work for its own sake. The competition section. of 
over 400 exhibits, is the work of amateurs of ages ranging 
from 14 to 88 years and contains a number of remarkable 
locomotive models, to which reference was made in ou! 
August 19 issue. Of considerable interest are the Princess 
Royal Pacific by Mr. Blyth, of Ilford. which was built 
while he was in the Royal Air Force, and weighs 34 cwt. An 
*O” gauge 4-6-2 type tank engine by Mr. Arnold, of Rich- 
mond, is his first model and has taken twenty years to complete 
Ingenuity has also been displayed in the design of several 
home-made tools and werkshop appliances, and there are work- 
shop stands equipped with all the basic tools required fo! 
building a mode! locomotive. 
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Another Accommodation Crossing Accident 

The accident at an accommodation crossing at Garton on 
September 15, 1948, when a train ran down a lorry carrying 
Polish and Hungarian farm workers, with fatal results to 
three, was investigated by Lt.-Colonel E. Woodhouse, a sum- 
ary of whose report appears in this issue. The accident was 
ttributed to the British lorry driver's lack of caution, in driving 
straight on to the line when one of his passengers opened the 

sar gate, without waiting for him to go forward and make 
sure of the position. Certain features of the locality combined 
to increase the risk there, and Colonel Woodhcuse, although 
proposing the adoption of some interim measures intended to 
reduce the risks, recommends that steps be taken to abolish 
the crossing, or at least restrict it to pedestrian use. The 
driver of the train, who knew the view there was bad, duly 
whistled as prescribed, as independent evidence confirmed, but 

was doubtful if the occupants of the lorry would have been 
likely to hear it unless expecting it. 
* * * x 
Unofficial Rail Strikes 
AST weekend the unofficial Sunday strikes of locomotive 
crews, Which had commenced a week earlier at Grantham, 
spread to a number of other depots. Elsewhere in this issue 
ihe steps leading to and succeeding the stoppages are sum- 
marised and in the next editorial article the general considera- 
tions involved in lodging turns, the matter in dispute, are dis- 
cussed. Underlying the immediate issue, however, are graver 
ind more far-reaching principles which must give rise to 
disquiet. 

In statements issued last Friday the Railway Executive 
emphasised that “the situation, unlike the original dispute, is 
one as to whether an agreement negotiated between the Rail- 
way Executive and the trade unions will be honoured by the 
members of the unions.” It also stated that “the Railway 
Executive is convinced that what is needed is a return to the 
old sense of loyalty and discipline, not only to the public and 
to the management, but also to the trade unions, so that 
negotiated agreements are honourably accepted by the staff, 
and also the realisation of responsibility for the efficient per 
formance of a public service.” These statements place the 
responsibility for the present stoppages squarely where it pro- 
perly belongs—on the inability of the trade unions to maintain 
discipline among their members. The result of this failure can 
only be to weaken the influence of organised railway labour 
as a negotiating instrument and to prejudice the men in the eyes 
of the public. 

It is clear that in the lodging turns now in dispute every- 
thing possible in the way of negotiation has been done. The 
general principle and the turns themselves have been exhaust 
ively discussed between the Railway Executive and the 
Executive Committee of both the Associated Society of Loco- 
motive Engineers & Firemen and the National Union of Rail- 
waymen. During those discussions complete agreement was 
reached between the Railway Executive and the unions that 
(a) the lodging turns were required in order not to contravene 
the national agreements with the men on hours of duty, and 
(b) that men from Grantham should work the trains. After 
that, the introduction of the service was delayed so that any 
alternative proposals by the Grantham depot could be fully 
considered. This was done, and both the union representatives 
and the Railway Executive reached the conclusion that the 
men’s proposals were not workable. Time was then given 
for the headquarters of the unions to explain the position to 
the men at Grantham depot before introducing the trains in 
question, 

Obviously it is no part of the function of the Railway 
Executive tu take direct action to secure acceptance by a union 
branch of a decision reached by union headquarters. That 
responsibility must rest with the union concerned. In the 
present case the trade unions last week gave the Railway 
Executive an assurance that they were taking resolute action 
to cause their members to carry out agreements entered into 
on their behalf. What that “action” was. or how “ resolute,” 
is not known in detail. What is beyond dispute is that within 
t few days of the assurance being given, the Grantham men 
had carried out their threat to strike and had been joined by 
men from about half a dozen other depots. Over the weekend 
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the General Secretaries of the N.U.R. and the A.S.L.E. & F. 
were still in Austria attending an international conference. 

One of the weaknesses which the unions have to overcome 
arises from the fact that both are known to dislike lodging 
turns. To meet this attitude the Railway Executive has effected 
a very substantial reduction in the number of turns now 
worked. The A.S.L.E. & F., primarily a drivers’ and firemen’s 
union, throughout has recognised the practical necessity of 
working lodging turns in ceriain circumstances. The N.U.R.. 
of the membership of which engine crews are a relatively 
small part, in May precipitately instructed its members to 
refuse to work additional lodging turns. Later the N.U.R. had 
to suspend this instruction, but no doubt the policy it then 
sought to establish has had its effect on the attitude of the 
men in the districts. 

The N.U.R. recently has achieved an unenviable reputation 
for irresponsibility and hastiness in its public statements. Not 
for the first time it is finding it difficult to check movements 
it has started. There is a sharp contrast between the present 
direction of the union and that which marked the régimes of 
such stalwart union statesmen as Marchbank or Cramp. The 
need of the moment is for the Executive of the union to set 
their own house in order, to re-establish their leadership, and 
by consistency in practical policy to rebuild respect and disci- 
pline among the rank and file. For this to be achieved effec- 
tively, it must be done as a domestic union matter and without 
outside aid or interference. 


* * * * 


Lodging Turns 

HE Sunday strikes, which commenced on the North Eastern 
Region of British Railways last May, dislocating the East 
Coast passenger services for some five Sundays, and were 
revived this month, aroused so much interest that it seems worth 
while to recall the history of lodging turns, and the principal 
points for and against them. It will be remembered that the 
trouble last May started, at Heaton and Gateshead, over the 
inclusion, in the summer timetable of May 23, of new lodging 
turns in connection with the 9.40 a.m. Kings Cross to New- 
castle and 12.20 p.m. return train, non-stops between London 
and York, and the 10.10 p.m. Kings Cross to Scotland and 
9.35 p.m. up from Edinburgh, which were advertised nen-stop 
between London and Newcastle. The lodging turns necessitated 
by the non-stop running of the Capitals Limited between 
London and Edinburgh were not called into question. The 
present dispute, of which more details are given elsewhere in 
this issue, concerns working between Kings Cross and York 

by men from Grantham. 

As to these new lodging turns, the men’s representatives 
referred to lightly-loaded trains, running past platforms crowded 
with passengers waiting to be carried, and the Railway Execu- 
tive claimed that the new lodging turns were necessary to give 
the public the benefit of an improved and accelerated service: 
its contention that lodging turns, in general, were a recog- 
nised and long-accepted principle of railway working, was 
perfectly true. 

Some long non-stop runs by night trains are con 
ducive to the comfort of through passengers, whose rest may 
be disturbed by stoppages, whether at a platform or not, and 
it is a well-known fact that many “summer ™ trains, included 
in a timetable issued before Whitsun, may load lightly at the 
beginning and end of their career. It will be remembered 
that in pre-war summers the London & North Eastern put a 
Newcastle stop, towards the end of the season, on the ~ Flying 
Scotsman “—normally running non-stop between London and 
Edinburgh—which has not been given this year, and ihat it 
initiated the practice ot exhibiting notice-boards, at stations 
where sleeping-car trains stopped, enjoining quiet in the 
interests of the passengers. 

Many enginemen’s turns ci fifty years ago would be impos 
sible today. On the London & North Western, there was the 
well-known case of the 6 ft. 6 in. * Precedent * Charles Dickens, 
which ran daily on the §.30 a.m. from Manchestet to Euston, 
returning at 4 p.m.—a 370 miles trip—manned by two sets of 
men, who made the double journey on alternate days. Many 
other long mileages were worked by the passenger men, a case 
in point being the 8.30 a.m. residential train from Windermere 
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to Manchester, returning at 5.2 p.m., which was taken from 
Kendai to’Manchester and back by one sei of men who filled 
in their time by running one of the hourly 40 min. expresses 
from Manchester to Liverpool and back, coaled at Patricrott, 
and did some empty-carriage haulage—a mileage in all of 
about 210. 

Even then lodging turns, or book-oft trips, were regularly 
worked both on passenger and freight services, and the accom- 
meodation provided for the men, whether in barracks—many of 
them old-fashioned buildings, adjacent to the running sheds 
and consequently very noisy—or in private houses, lett much 
to be desired in comfort and cleanliness. Barracks were gener- 
ally under the care of a “ matron,’ with some women cleaners 
(railwaymen’s widows in most cases) at the larger depots, and 
cocking facilities were provided. Considerable hardship, how- 
ever, might arise when men had to lodge unexpectedly, and 
might have neither food nor money with them (no canteens 
were then provided), and to obviate this, a free ticket was issued 
at the lodging point enabling men to buy provisions (usually 
up to 2s. value) at specified shops—provided these were open 
when the men arrived to lodge—and there was a small extra 
payment, for the regular lodging turns, of a few pence an hour 
for the total time from leaving the home station till the return 
to it. But, in the case of freight workings, the time booked 
to be spent at the lodging point was often up to 18 hours, so 
that a long absence from home might be involved, and two or 
three nights away, at different barracks, were entailed in excep- 
tional cases. Traffic delays used to keep the men on duty 
for very long hours, and in the congested areas in the Midlands 
it became the practice at weekends to take the crews off the 
trains and make them lodge, or travel home as _ passengers, 
leaving the engines in whatever loop or siding they might be 
standing. 

Costly and undesirable arrangements of this kind led, after 
the railway strike of 1911 and subsequent negotiations with 
the unions, to an increase in the number of booked lodging 
turns, and the principle was confirmed by the National Agree- 
ment made after the first world war, when lodging turns were 
an accepted principle of railway working. The accommoda- 
tion provided for the men was deing steadily improved and, 
during the second world war, when lodging turns were sus- 
pended in the L.N.E.R. group. a number of new canteens 
were provided on the L.M.S.R. to lessen the difficulty experi 
enced in providing food at home for the men to take away 
with them, though, owing to the natural objections to long 
absence from home during the bombing, lodging was not very 
popular. But modern hostels and canteens, such as the Western 
Region’s establishment at Old Oak, described in our March 25 
and June 10 issues, give a good idea of the standard of accom- 
modation now provided for train crews. Charges are generally 
ls. for bed and around Is. for each meal, and it was stated 
that, for the absence from home of about 30 hours necessitated 
by a Newcastle to London and back “lodging turn,” the extra 


payment—over and above mileage rate—would now average 
about 9s, 
Long non-stop runs, which became a feature of Great 


Western practice early in the century, and were soon copied 
on other lines. made a certain amount of “~* booking-off ” 
unavoidable in the passenger services, though, under the old 
ten-hour day, enginemen could be diagrammed to work regular 
turns up to twelve hours, and up to ten hours when the eight- 
hour day came into being. After the grouping, however, non- 
stop runs, for publicity purposes, became very common, and 
rivalry between the groups led, for example, to the 10 a.m. 
from: Euston running non-stop first to Carnforth and then to 
Carlisle, while the corresponding East Coast train made its 
first halt at Newcastle, and finally, in 1928, at Edinburgh, when 
corridor tenders were introduced and the engine crew changed 
on the journey. The custom of re-manning engines en route, 
which became common in the ‘thirties, often enabled a crew 
to double back home, working another train or as passengers, 
without lodging, but although this had certain operating advan- 
tages, it was not economical in manpower and did not improve 
the condition of the engines. 

Although we do not believe that all the long non-stop runs 
now made on passenger services in Great Britain are really 
justifiable on grounds of regular loading, or that an inter- 
mediate stop (not necessarily at a platform) would cause the 
dislocation claimed against it, the reasons for the objection to 
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lodging turns are not easy to find. They are a well-recognised 
principle of working, on regular passenger and freight servic 
which men know they must automatically pass through, a 
under present conditions of accommodation and pay, they 
not seem to involve hardship and are certainly popular in so: 
quarters, provided the absence from home is not unduly lo: 
In the case of the four new lodging turns, which caused 1 
original trouble in the North Eastern area, the decisive fact 
in their introduction may well have been that, whereas a p 
of additional balanced trains—the 9.40 a.m. from Kings Cross 
and 12.20 p.m. from Newcastle for example—if worked through 
by lodging crews, can be put into and taken out of the time- 
table with a minimum of alteration to other workings, many 
other turns must be affected if the crews of the new trains are 
changed en route, and that this changing over of crews and the 
finding of a service (after a reasonable time-interval) on which 
they can work, or travel, home, decrease seriously the already 
small mileage which a set of men can cover in a “ day,” and 
naturally mean more staff, This is, perhaps, at the root 
the objection to lodging turns generally, which, it was stated, 
were to apply to passenger trains running 150 and freight trains 
75 miles without stop, though we do not overlook the Railway 
Executive’s statement that the working of lodging turns “ does 
not in itself of necessity lead to redundancy.” 

On the old Midland Railway, one of Sir Cecil Paget’s first 
jobs was the setting-out of engine workings in graphic form, 
to make sure that outward and return trips were arranged with 
as little wasted time as possible. If necessary. timetable altera 
tions had to be made to improve matters, and a much closet 
co-operation was enforced between timetable and engine- 
diagramming staffs. We have already pointed out that the 
proposals for * Shorter Trains and More of Them,” advocated 
in these columns last year, might, by providing a series of fast 
trains at regular intervals, making fairly frequent stops, obviate 
the need for many lodging turns, and we believe that greater 
consideration, in the framing of timetables, for the working of 
engines and men. would lead to considerable economies. 


* * * * 


Capital Works in South Africa 


HE report of the committee set up to inquire into capital 

works on the South African Railways has been published.* 
It was required to examine the provision made for new works 
in the capital and betterment estimates for the year ending 
March 31, 1949, and classify all works estimated to cost £50.000 
or more and such other works below this figure as the com- 
mittee might decide, into five priority categories designated 
A. B,C, D, & E. The committee was to take into account 
the administration’s resources of labour, material, finance, and 
the present state of the work, 

The estimated total cost of capital and betterment works 
for the 1948-49 financial year as laid before Parliament was 
£231,252,080, of which £131,145,306 was allocated for new 
works on open lines. Rolling stock required £63,036.170; 
harbours £14,513.839; and aerodromes £11.975,700. Of the 
total, the amount spent at March 31, 1948. was approximately 
£60,000,000, and the contemplated expenditure from joan 
funds was £25,000,000, plus, from other sources including the 
renewals fund, £6,000.000, leaving approximately £140.000.000 
to be spent in subsequent years. 

The committee states that the necessity for such outlay 1s 
evident from the phenomenal increase in the administration’s 
business and the fact that it has been necessary for a con 
siderable time to ration the available supply of wagons and 
that under present-day conditions delays in the acceptance, 
transit and delivery of traffic are fairly frequent. These factors 
must be accepted as sufficient proof that improvement schemes 
on a large scale are necessary if the railway system is to con- 
tinue to function as an efficient transport undertaking catering 
adequately for the needs of the country as a whole. ; 

Some works originally of modest dimensions, which, but for 
the war, would have been undertaken according to a more 
or less regular programme of expansion, says the report. now 
appear as comprehensive schemes involving a heavy capital 
outlay, sometimes running into six or seven figures. It also 


* Report of the Committee of Investigation into Capital Works, 1945 


Published by the Government Printer, Pretoria 
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states that if the railway administration has to accept 
debit for the capital cost of the three new major airports, as 
well as the cost of their maintenance and operation, heavy 
losses will be incurred. This means that this branch of its 
activities will have to be subsidised by the general public using 
the railways, contrary to the practice in most other countries 
where the central Government or local authorities are respon- 
sible for the construction, maintenance, and operation of the 
large airports. 

The committee recommends that the administration should 
concentrate all its resources of labour, material, and finance 
on works which will enable it, in the shortest time, to increase 
the carrying capacity of the railways. Apart from adequate 
engine power and sufficient rolling stock, the committee con- 
siders that the two essentials affording the quickest means of 
increasing the capacity of the railways are increased workshop 
capacity and additional track capacity. Accordingly it recom- 
mends that the new workshops at Koedoespoort, the improve- 
ments and additions to the Salt River workshops, and the 
points and crossings shop, signal shop bays, and new foundry 
at Bloemfontein be given the highest priority, so that by con- 
centrating resources on these works relief may be obtained as 
soon as possible. 

With regard to Johannesburg Station the committee recom- 
mends that urgent consideration be given to the adoption of 
modifications of the improvements, which will enable the work 
to be undertaken in three stages with a reduction of capital 
expenditure for some years of £2,000,000. 

An appendix to the report categorises the various items 
which fell within the scope of the committee. The Chairman 
of the committee was Mr. J. D. P. Fourie, Railway Commis- 
sioner, and there were four other members including Dr. J. E. 
Holloway, Secretary for Finance. 


the Employee ? 


By A. W. Beckett, 

Personnel Officer, Headquarters, Bengal-Nagpur Railway 
ENERALLY, the widely-differing conditions, climatic and 
otherwise, under which British and Indian Government 

railways have to be operated have severely restricted the scope 
for making effective comparisons of the methods used in deal- 
ing with problems facing the railway administrations. These 
problems, at first sight, may appear to be largely similar. By 
way of illustration, let it be assumed that the solution of a 
particular problem lies in the need for imparting instruction 
to one or more categories of staff to enable these categories 
to function to best advantage. It requires little imagination 
on the part of the reader to visualise the differing method of 
approach that is rendered necessary by virtue of the degree of 
illiteracy obtaining among the rank and file of vast numbers of 
India’s railwaymen, as compared with the standard of educa- 
tion and intelligence achieved by their more fortunate “ oppo- 
site numbers” on British Railways. Even where a degree of 
literacy obtains, the very large number of different languages 
in use in India (even within the territory served by a single 
large railway) in its relation, say, to problems connected with 
staff transfers (rendered necessary in the exigencies of the rail- 
way service) in itself introduces a factor which has no counter- 
part on British Railways at all. 

When every allowance has been made for this particular 
difficulty, however, at the present time there is a striking simi- 
larity of outlook among the rank and file of railwaymen in both 
Great Britain and India. There seems to be no doubt that, 
initially at least, the railwaymen of both countries resolutely 
held the view that, once a “ popular” Government had assumed 
charge of national affairs, a solution would soon be found to 
all their problems and that their long-cherished hopes would 
be realised. 

In both Britain and India there seems to exist a numerically 
large section of the community, not only among railway em- 
ployees but among other industrial workers also, who are 
under the impression that Governments as a whole have large 
“hidden” resources, financial and otherwise, which can be 
drawn on at will. As a result, these industrial workers, indi- 
vidually, sectionally, and collectively, appear genuinely to hold 
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the view that they have merely to voice a grievance to ensure 
that it is promptly removed. 

This impression would appear to account for the enthu- 
siasm with which industrial workers’ generally (both in Britain 
and India) continue to press forward their claims for higher 
pay with a view to safeguarding their standard of livelihood 
in face of a continued rise in the cost of living—if not with 
a view to the attainment of an even higher standard of living. 

Without wishing to discourage—much less to condemn—the 
natural desire of industrial workers generally to obtain their 
due share of this world’s bounty, it seems, nevertheless, that 
in their enthusiasm for their ““ common cause,” they have over- 
looked vital economic factors. Continued failure to recognise 
the existence of these factors is calculated in the long run to 
prejudice their own best interests. 

A Government’s resources to meet current natiqnal revenue 
expenditure are obtained only from public taxation in some 
form or other (a very worthy portion of which taxation is 
paid by industrial workers themsleves) and fresh capital as 2 
means of financing the capital cost of development works can 
be obtained only by Government raising loans for the pur- 
pose. In the latter case, the general public requires to be 
induced to part with a further share of its savings in the faith 
that it will secure a reasonable return on the money by way 
of interest. It is only when the national finances are sound 
that a Government is able to attract capital for financing its 
development programmes at a low rate of interest. If the 
public is not happy about the state of the nation’s finances, it 
will either require payment of a higher rate of interest or 
decline to subscribe on an adequate scale to a Government- 
floated loan. In the former event, an additional burden of 
taxation is thrown on the community, while in the latter event, 
the Government’s development plans at the best will have to 
be curtailed, and may even have to be abandoned. The resul- 
tant situation can lead only to decreased opportunities for the 
employment of labour—a fact which the rank and file of labour 
seem slow to appreciate. 

The economic law which makes it impossible for anyone 
to obtain something for nothing or to extract from the field 
of industry more than is obtainable from the value of the 
work-output of the labour employed therein, appears to be sur- 
prisingly little understood—not merely by such labour but even 
by the socialistic world generally. How else can one explain 
the surprise with which self-evident but none the less un- 
pleasant truths (recently revealed by the Chancellor of the 
Exchequer in his Budget speech in the House of Commons) have 
been received by many of the British Government’s hitherto 
staunchest supporters? For example, how can one reconcile 
the British labouring man’s popular belief in a free national 
health service with the payment of income tax averaging about 
8s. in the pound? 

Both in Britain and India there is a very real danger of our 
being caught in a vicious circle, namely, that of increased 
wages leading to increased prices and a resultant higher cost of 
living. Such a state of affairs is calculated in turn to bring 
about further demands for wage increases, until the nation is 
enveloped in an inflation spiral from which there is no escape. 
This does not mean that labour has no claim to consideration 
with a view to offsetting the continued rise in the cost of living, 
but it does mean that frequent increases in wage rates provide 
no solution to the problem. 

The only solution to the problem—and this applies not only 
to the railway industry but to industry generally—is increased 
work output by the labour employed. This does not neces- 
sarily imply an increase in working hours, but it does imply 
the better use by labour generally of their existing working 
hours. It will require a fresh—if not a more reasonable—out- 
look by trade union leaders and a far closer personal touch 
with the labour such leaders claim to represent than latterly 
has been apparent. 

A reduction in the cost of living can be looked for only 
when the supply of essential commodities such as foodstuffs, 
clothing, and coal is equal to the demand for them. This 
desirable objective can only be attained by increased work 
output by labour. In the case of many commodities for which 
the public demand is heavy, their available supply must exceed 
the demand for them in their country of origin, so that a sur- 
plus can be made available for export and thus assist in restor- 
ing a more favourable balance of trade. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Track Marking Systems 


16, High Street East, 
Scunthorpe, Lincs. Augusi 5 
To 1HE Epitor OF THE RAILWAY GAZETTI 

Sir,--In your issue of July 22 | read with some surprise an 
article on the introduction, twelve months ago, of the track 
marking system by the London Midland Region. I feel sure 
that most of your 1eaders must have been left with the impres- 
sion that the London Midland Region has taken the initiative 
in applying this system in this country. It might even be 
inferred from your article that the London Midland Region 
invented length marking, whereas I suggest that only now, 
some twenty years afterwards, is the true value of a system 
which has been in continuous use on the old N.E. Area of 
the L.N.E.R., being appreciated. I believe I am correct in say- 
ing that the late Mr. John Miller, formerly Engineer, N.E. 
Area, L.N.E.R., was responsible for the practical application ot 
the system of awarding marks for length maintenance in his 
area in the early nineteen-thirties. 

Yours faithfully, 
D. J. BAXTER 

{Our article stated that a similar scneme had also been started 

by the Eastern Region.—Eb. R.G.]| 


Midland Railway Items for Derby Museum 


County Borough of Derby, 
Museum & Art Gallery, 
Wardwick, Derby. August 16 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—The Committee of the Derby Museum 1s developing 
an Industrial Section to illustrate the history and development 
of some of the important industries connected with the town 
and county. There is at present being prepared, in co-opera- 
tion with the Derby Society of Model & Experimental Engi- 
neers, a comprehensive exhibit on the subject of the Midland 
Railway, which during the almost 80 years of its existence had 
its headquarters in Derby. This exhibit will comprise a run- 
ning layout with fine scale models as well as larger stationary 
models of important historical prototypes of Midland Railway 
locomotives, rolling stock, etc. 

For use during the building 01 this exhibit and to form a 
valuable reference library for future students, we are 
seeking books, articles in technical journals, drawings, photo- 
graphs, old timetables, railway bills, etc., illustrative of the 
Midland Railway, and it seems likely that some of your readers 
might possess such, which they would be willing to give—in 
some cases the Museum would consider purchase—or, in the 
case of drawings and pictures, allow photographic copies to 
be made. I should be grateful if anyone willing to co-operate 
in this way in our scheme would communicate with me. 

Yours faithfully, 
A. L. THORFE, 
Curator 


Selling Transport 


135, Mulgrave Road, 
Cheam, Surrey. August 18 
To THE EpiToR OF THE RAILWAY GAZETTE 

Sir.—I was greatly interested in your correspondent’s 
article under the above heading, which appears on page 177 
of your issue dated August 12. 1949. For some considerable 
time 1 had been wondering when such an article as this would 
appear in your pages, and on reading it I was all the more 
gratified to find myself in complete agreement with the views 
expressed by your correspondent. In particular, I would 
endorse his statement that “too often the railway commercial 
people have on sale little that compares favourably with the 
facilities offered by the motorcoach owners, who study the 
wants of their patrons. - .” 

I would also endorse his remarks on air travel, regarding 
which he says “there are signs, too, that air transport will 
compete more keenly in future for internal long-distance travel. 
as well as for Continental journeys.” As you are probably 
aware, several of the leading air lines have recently announced 
considerable reductions in fares, and in many cases they are 
only slightly higher than the corresponding first class railway 
fares. Many people. to whom time is of value, are thus only 
too willing to patronise the air lines, rather than the railways. 

Like the motorcoach owners, the air lines study the wants 
of their passengers. During recent journeys by air, I have 








August 26, 1949 


been most favourably impressed by the way they look after 
their patrons. Light refreshments, and often meals. are served 
free of charge, and there is no tipping. In fact, everything 
seems to be done for the comfort of the passenger, who thus 
gets the impression that the air line is glad to see him, and 
furthermore, hopes to see him again. This is not only good 
psychology, it is also good business, and the Railway Execu- 
tive would do well to study these methods if they wish to 
attract passengers. British Railways might even find it worth 
while to employ one or two glamorous young ladies to act 
as hostesses on some of the more important long-distance 
trains. 

In conclusion, I would like to draw the attention of the 
Railway Executive to the excellent short film (it lasts 20 
minutes) entitled “Flight of Fancy,” which is now being 
shown at various cinemas throughout the country. Every 
railway employee whose duties bring him (or her) into direct 
contact with the public should make a point of seeing it. The 
whole technique of making the passenger welcome is illus- 
trated in a most striking way, and | feel sure that this same 
technique (adapted where necessary) would be a big asset to 
the railways, 

As things are at the present time, the railway passenger 
too often, I fear, gets the impression that the railways do not 
really care whether he travels or not. In fact, the railways 
still savour to some extent of the wartime “Is your journey 
really necessary?” attitude. The sooner this can be dispelled, 
the better. 

Yours faithfully. 
DERRICK J. W. BROUGH 


Pulsating Smokeboxes 


390, Wakefield Road, 
Huddersfield. July 23 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sizr,—Some of your readers may have seen, some years ago, 
a cartoon film in which was depicted a locomotive whose boiler 
swelled visibly and relaxed with every beat of the exhaust. | 
have never seen this in practice, but 1 was reminded of it 
recently when | saw the chimney and smokebox roof of a 
Southern Region “West Country” Pacific rising and falling 
with each beat as the engine climbed from Exeter St. Davids 
to Central Station. This phenomenon was observed from an 
overbridge; it could hardly be noticed from rail level, and is 
quite invisible from the footplate of the engine itself. 

As if to emphasise the extravagance of using these engines on 
three-coach trains, most firemen work them at “ blowing-ofl ” 
pressure with distressing uproar from the safety valves, despite 
the fact nothing approaching the full boiler pressure is com- 
monly used in the steam chests, even when handling heavy 
trains. Education of firemen on this point is badly needed, 
and not only on the Southern Region. 

Yours faithfully, 
W. A. TUPLIN 


Bradford Train Services 


6, Oak Villas, 
Manningham Lane, 
Bradford. August 8 
To THE EpitoR OF THE RAILWAY GAZETTE 

Sir,—I should like to draw attention to some of the 
deficiencies of the present passenger train service from Brad- 
ford, which in certain directions leaves a very great deal to be 
desired, when one recalls that the city, with a population of 
approaching 300,000, holds a leading position in the woollen 
industry. 

Bradford suffers, from the railway viewpoint, from its 
physical position, as it is on no through route from north 
to south or cast to west, the two principal routes into the city 
both being terminal. Proposals to construct a through trunk 
route were seriously mooted many years ago but have never 
come to fruition, no doubt due to the enormous cost which 
would have been involved. Bradford also suffers from its 
proximity to Leeds which, no doubt, accounts for the prefer 
ence of the railway authorities to give connections via Leeds 
rather than provide through facilities, although this can be 
considered hardly satisfactory for a city of such size and 
importance. 

The Bradford-London services by both the former Great 
Northern and Midland routes are little below pre-war fre- 
quency, if lacking in speed, the Midland services in particular 
having been drastically decelerated from the October, 1946, 
timetable both by additional stops and increased running times. 
One useful service to the south, which no attempt has been 
made to restore is that tc Sheflield via Cleckheaton, Thornhill. 
and Normanton which, in pre-war days, included two through 
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expresses each way from the Midlands and St. Pancras, which 
seem to have disappeared for good. Another route to the 
Midlands and South which has seen drastic reductions ‘s that 
via Huddersfield and Penistone, where the solitary through 
service to Sheffield, Nottingham and Leicester is given by the 
Bradford-Marylebone “South Yorkshireman”’ train. No 
gitempt seems to have been made to restore the 10.0 a.m. from 
Marylebone to Bradford or the 4.50 p.m. from Bradford to 
Marylebone, which were reinstated for a brief spell in October, 
1946, but did not last beyond the 1947 fuel crisis. Another 
service by this route which has disappeared is the through 
couch service to Bournemouth in pre-war days; through 
couches were attached to the Newcastle-Bournemouth train at 
Shetfield, and detached there in the reverse direction. 

The through services to Birmingham and Bristol vig Derby 
have been considerably reduced and decelerated, even when 
compared with October, 1946, the 4.45 p.m. from Bradford 
taking as much as 7+ hr. to reach Bristol compared with 54 hr. 
in 1939. The last through service from Birmingham to Brad- 
ford now leaves Birmingham at 3.0 p.m., and even by changing 
at Sheffield the latest departure is 4.30 p.m., which compares 
poorly with 1939, whea one could leave Birmingham as late 
as 7.8 p.m. Much publicity has been given to the restoration 
of the “ Devonian” through service to and from Kingswear 
and, although this is certainly a useful through service, it 1s a 
very pale shadow of its pre-war self, taking 6 hr. 25 min. to 
and from Bristol, compared with around 5} hr. in 1939, 

These worsened services to the south and west are bad 
enough but compare mildly with the hard treatment meted out 
to the wouid-be traveller to the north and north-east who 
has no through services worthy of mention. Passengers using 
the main Midland Division Leeds-Carlisle line have no through 
coach facilities whatever and have to travel to Keighley or 
Skipton by stopping train, or else into Leeds, to join the main- 
line trains, despite the fact that the main line is only three 
miles away at Shipley, where, in earlier days, through coaches 
from Bradford have been attached to northbound expresses. 
On summer Saturdays before the war, in fact, the 8.57 a.m. 
Leeds-Glasgow express worked into Bradford Forster Square 
and cut again. Although the increases in journey time which 
would be entailed by working the principal day expresses in 
and out of Bradford would be about 15 min. or so, which is 
probably excessive, there is no reason why one or both the 
night trains should not be so routed, as with them the addi- 
tional time is of small consequence and could probably be 
deducted from the easier running times of these trains. At 
present Bradford travellers by the night trains to and from 
Carlisle and Scotland have the dubious joys of being trundled 
out to Keighley or Skipton by local train to meditate during 
the small hours whilst waiting for their train, which is hardly 
an enviable proceeding in winter weather. 

I suggest that through Bradford to Edinburgh and Glasgow 
coaches could be attached to and detached from the day 
expresses at Shipley without the journey time being increased 
by more than five minutes between Leeds and Skipton, as 
there is already a severe service slack round Shipley curve, 
where the through coaches would be attached and detached. 
If conveniently arranged and suitably publicised, it seems rea- 
sonable to assume such through facilities would be adequately 
patronised. There is certainly a demand for something a good 
deal better than obtains now. 

Through services from Bradford to the North-East Coast are 
also non-existent, and passengers have to make their connec- 
tions via Leeds, although in 1939 there was a through morning 
Bradford-Neweastle train via Harrogate and a number of other 
reasonably good connections from Bradford to the north-east 
were given at Harrogate. The lack of any through facility is 
made the more ironical by the running of a regular Bradford- 
Newcastle Sunday excursion! Surely at least one through ser- 
vice to Newcastle in each direction is warranted, which could 
be done quite easily by attaching and detaching through 


coaches from existing trains at Harrogate. 


It is also surprising that no attempt is made, in the summer 
months at least, to provide a daily service to Scarborough from 
Bradford, which also could be quite easily done by running 
through coaches from Forster Square into Leeds City and trans 
ferring them to an existing Leeds-Scarborough train. It will be 
recalled that the pre-war Bradford-Scarborough Saturday train 
was routed this way. 

Although the Bradford-Manchester service via Sowerby 
Bridge is quite frequent, mest of its trains take nearly 90 min. 
for the 41 miles, due to frequent intermediate stops. One 
wonders whether something can be done to provide one really 
good morning and evening train in each direction calling only 
at Halifax, which should be able to do the journey in the 
even hour 


Yours faithfully, 
GEORGE W, CARPENTER 
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A Remarkable Journey 


18, Wheatsheaf Close, 
Woking, Surrey. August 7 
[fo THE Epitor OF THE RAILWAY GAZETTE 
Sir,—At the time the late Sir Edward Marshall-Hall made 
his celebrated journey there was certainly a contractor’s loco- 
motive named Southport in existence but it is not known by 
me to have worked in the south of England. It was Hunslet 
Engine Company Works No. 392 of 1886, and was almost 
certainly supplied new to T. A. Walker, contractor for Man- 
chester Ship Canal construction. After this contract it passed 
to Price & Wills, who used it on Heysham Harbour con- 
struction, 1899-1904, and still later it was used by Price, Wills 
& Reeves on Immingham Docks construction, 1906-1912. 
Yours faithfully, 
J. B. LATHAM 


A Scottish Locomotive Students’ Society 


3, Victoria Park Drive South, 
Glasgow, W.4 August 15 
To THE Eprror OF THE RAILWAY GAZETTE 

Sir,—May I draw your attention to the fact that a new 
organisation for students of locomotive design and perform- 
ance, with headquarters in Glasgow, is now in course of active 
formation? 

The proposed title is “S.S.S.L.” (“Scottish Society of 
Students of the Locomotive”) and the main object as set out 
in the Constitution is “to facilitate the exchange of informa- 
tion and opinion amongst its members and to promote interest 
in the science and practice of Railway Locomotive Engineering 
as it is conducted in any part of the world, and to place on 
record information elicited in discussion or from other 
sources.” 

The founders are satisfied that this Society will fill a gap in 
the serious study of the locomotive not at present catered for 
by other societies, and it should be noted that the aims of 
this Society do not clash in any way with the aims of other 
societies. 

The inaugural meeting will be held on September 7, 1949, 
and I should be mest grateful if you would draw the attention 
of your readers tu the existence of this new Society, member- 
ship of which is open to all whose primary interest is the rail- 
way locomotive. Full particulars, including time and place of 
meeting, may be obtained from me at the above address. 

Yours faithfully, 
R. C. MENZIES, 
Acting Secretary, S.S.S.L. 


German ‘ Glass” Railcar 


15, Kingslyn Crescent, Upper Norwood, 
London, S.E.19. August 21 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—I note from your issue of August 12 that one of the 
“ glass” railcars (/ Aussichtstriebwagen) of the German Railways 
is again in service. I enclose a pre-war photograph of car 1998 
(later ET91.01) which may be of interest to your readers. The 





German “ glass” railcar as run before the war 


popularity of the sunshine-roof railcoaches of Blackpool Cor- 
poration would seem to indicate that similar observation railcars 
might prove useful on suitable sections of British Railways. 
Yours faithfully, 
J. H. PRICE 
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The Scrap Heap 


Skefko, the factory rink attached to the 
Skefko Ball Bearing Co. Ltd., has become 
the first works club ever to win the English 
Bowling Association’s Rink Championship 
since its inception in 1905. 

* » * 
CHEAP TRAVEL 

After 32 hours’ travelling, two children 
who ran away from home at Hitchin, Hert 
fordshire, with only 63d., arrived in North 
Tolsta, Isle of Lewis. They had boarded 
and left three trains and a boat, and passed 
seven ticket collectors without being asked 
for a ticket or fare. 

~ * » 


OF NEWCASTLE HIGH-LEVEL 


BRIDGE 

Local argument on Tyneside has arisen 
as to whether the famous High-Level 
Bridge over the Tyne was “formally 
opened.” Tomlinson, the authority on the 
history of the North Eastern Railway, says 
that the bridge was officially opened by 
Queen Victoria on Friday, September 28, 
1849, and a plaque on the bridge itself 
records this. Queen Victoria stopped on 
the bridge on that date, on her return 
from Balmoral to London, and there re- 
ceived an address of welcome from the 
Mayors of Newcastle and Gateshead, but 
no mention is made in contemporary 
reports of a ceremonial opening. 

Joseph Lingford & Son Ltd., of Bishop 
Auckland, is preparing a special centenary 
booklet of Tyneside songs in connection 
with the completion of the bridge, and 
wrote to the railway authorities at York 
asking for confirmation of the date of the 
opening. A temporary bridge was brought 
into use on August 29, 1848; the last key 
of the rails on the permanent deck was 


CENTENARY 


driven by the Mayor of Gateshead on 
June 7, 1849; the first passenger train 
crossed the bridge on August 15, 1849; 


Queen Victoria’s visit was on September 
28, 1849; and the lower-deck roadway was 
opened on February 4, 1850. The Chief 
Kegional Officer, North Eastern Aang 
appears to regard the Royal visit as most 
appropriate for commemoration. 
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AN OLD TAG 
At Tiverton, Devon, British Railways 
are using up stocks of luggage labels 
printed nearly a hundred years ago by the 
Bristol & Exeter Railway, which was 
absorbed in 1876.—From the “ Daily 
Mail.” 


* * * 


100 YEARS AGO 
From Tue Railway TIMES, August 25, 1849 


We kave been apprised, by recent letters from 
America, that we in England are not alone in 
the mire, as regards the depreciation of rail- 
way property. ‘here has been a little over- 
speculation even on that side of the Atlantic, 
and a few corporate crashes have necessarily 
followed. Our correspondent does not parti- 
cularise the lines which have been pronounced 
to be insolvent, nor is the crisis limited to rail- 
ways; his list includes Railway, Canal, and 
Cotton-mill Companies. 

In England we should not have to look far 
to discover journalists who would trace to the 
former class the ruin of the two latter. As the 
case stands, we suppose that a more general 
principle must be sought out to account for 
the ruin which is said to have fallen upon all 
alike, 

* . . 


ON THE LEVEI 


Motorists in a hurry, as they so often 
are, sometimes find themseves motionless, 
frozen in a jam of traffic, until the goods 


train, which will sooner or later puff into 
view and probably start shunting, has 
reached and passed the level crossing. 


When the gates are grand ones they are 
worked by a signalman, aloof in his box, 
but lesser kinds are handled in four moves, 
and this, paradoxically, is liable to be the 
quicker Bory For the operator, having 
to appear in person on the track and seeing 
suppliant cars approach, will pause, with 


only half his job done, and amiably 
beckon them through the gap in_ his 


Some minutes 
train is sighted 
would be lucky 


defences. He takes no risks. 
always elapse before a 
afar off. Pedestrians 
indeed to be given so long a grace in 
crossing a road before the next lorry 
challenged their right to live—From “ The 
plies. 


New Anglo-Scottish Border Sign 





A recently erected sign denoting the boundary between England and 


Scotland on British 


Railways Kelso branch 


(referred to in our 


August 12 issue, page 180) 
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ENGINE DRIVER WHO WAS NEVER Lav 
Stocky William Sharp, 64, of Wemb!ey 
top-link engine driver between London a nd 
Crewe, is known to his mates as “ Pu: Ce 

tuality Jim.” 

He has never been late for duty in 5] 
years of service, not even when a doodle- 
bug blew in the front of his house. Now 
he is about to retire. 

His only mishap in 51 years was a 
broken nose when he slipped on ice on 
his footplate in 1947.—From the ‘ Suncay 
Express.” 


* . * 


FISHERMAN’S TALE? 

It was reported recently that a 14-ft. live 
shark would be conveyed by rail from Ash- 
ford, Kent, to Wassand, Yorkshire, in a 
40-ft. glass tank loaded on a flat truck. 
Tank, water, and shark would weigh 15 
tons. It was being sent by a Mr. Edwards, 
Walton House, Walton, nr. Canterbury, to 
a Mr. Edwards at Wassand, but loca! in- 
quiries found no trace of either the shark 


or the Mr. Edwards. There are many 
places called Walton, but none near 
Canterbury. British Railways stated later 


that the order was thought to be a hoax. 
. * * 


THE * Go-GETTERS ” 
railway bureaux 
seaside resorts) 
Let’s salute the latest transport innovation, 
Saving us the fag of going to the station; 
Let us give the railways every chance of 
proving 
They can sell 
keep moving, 


(Mobile 


are to tour 


the goods if only they 


They are batting on a very sticky wicket 
And they need to boost the sale of every 
ticket, 


And the reason for this tour de force 
dramatic 
Is—there’s nothing to be gained by being 


static. 


So they'll prowl along the promenades 
and highways. 


They will do their stuff in culs-de-sac and 


by-ways, 

They will penetrate wherever mankind 
reaches, 

They will push their wares at bathing 
pools and beaches, 

Now some lucky clerk may have the 
satisfaction 

Of seeing life and getting some real 
action, 

Though the poor chap may get corns 


upon his chassis 
As he wrestles with his wretched monthly 
“classi ”! 
Still, they're setting forth, these wander- 
ing transport traders, 


They are modern  pioneers—or new 
crusaders; 

Let us cheer this mobile regiment of 
heroes 


As they battle with the boats, the bands, 


the pierrots. 


The * Go-getter’s” 
So, come along, folks, 
your plans, 


Song: 
let me help with 


Get your “ run-about tickets” from run- 
about vans; 

I've lots of cheap trips, and if you’d like 
to try one, 


It’s really so simple—just stop me and 
buy one! A. B. 
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OVERSEAS 
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RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Bunker Coal Loadings 

fhe control of bunker coal loadings 
has been suspended at Durban and 
Loureng¢o Marques, the two major coal 
ports along the South African coast, with 
the result that ships desiring to take 
bunkers may now load as much coal as 
they wish at either of these two ports 
within the discretion of the local 
authority. For many years the supply of 
bunker coal at Durban, Lourenco 
Marques, and Cape Town has been con- 
trolled to the extent that vessels could be 
supplied only with quantities up to a maxi- 
mum of 500 tons. Where larger quantities 
were required, application had to be made 
to the Controller. 

The present heavy demand for wagons 
of all kinds has forced the railways to 
conserve every available wagon, and for 
this reason every effort is being made to 
avoid having to haul by rail large quanti- 
ties of coal over the 1,000 miles between 
the Transvaal coalfields to the Cape, when 
the wagons thus released can be more 
economically used on the far shorter 
hauls to Durban and Lourenco Marques. 

Che removal of loading restrictions could 
not therefore be applied to the port of 
Cape Town, and the quantity that can be 
loaded there is now subject to a maximum 
of 250 tons, but applications for quantities 
in excess of 250 tons are given considera- 
tion by the Controller, and winter loading 
lines are taken into account. It is thus 
possible for ships to load more than the 
iouteetied tonnage at Cape Town if a 
sound reason can be given. 


CANADA 


Amalgamation Proposed 

The Prince Edward Island Government 
has proposed to the Royal Commission 
on Transportation, now touring Canada in 
the course of its investigations into trans- 
port problems, that the Canadian railways 
should be amalgamated. In its brief it 
states that Canada needs a national trans- 
port policy and that ‘“ amalgamation 
under Government ownership provides 
such a policy.” If there was any deficiency 
in railway revenue the people of Canada 
as a whole should assume that burden. 
According to the Prince Edward Island 
Premier, the province is in a unique 
position to suggest amalgamation because 
it is the only province not served by the 


Canadian Pacific Railway and also because 
it suffers from the long hauls to and from 
markets and sources of supply. 


Further Conversions to Oil Burning 


All main line Canadian Pacific Railway 
passenger locomotives working between 
Winnipeg and Calgary are to be converted 
to oil burning. A Royal Hudson class 
engine has already been converted at 
Weston Shops, Montreal, and is the first 
of sixteen to be so dealt with. 

The conversion will greatly assist the 
growing Alberta oil industry by providing 
a stable market for the residual fuel oil 
from Prairie refineries, thereby permitting 
further expansion in the production of 
petrol and light distillates for Prairie dis- 
tribution. Oil storage is already provided 
at Winnipeg, Moose Jaw, and Calgary, the 
refuelling points. Alberta oil is now in 
use on the main line from Calgary to Van- 
couver, and between Calgary and Edmon- 
ton. (The conversion, of 100 locomotives 
used on these sections was recorded in our 
February 11 issue.) 


Extension in British Columbia 

[The Prime Minister has announced 
after a conference with the Premier of 
British Columbia that the Federal Gov- 
ernment will ask Parliament during the 
coming session to authorise the grant of a 
subsidy of $15,000 a mile to the Govern- 
ment of British Columbia for the extension 
of the Pacific Great Eastern Railway from 
its present terminus at Quesnel, in central 
British Columbia, to Prince George, on 
the Canadian National Railways, thus 
completing the link with the trans-con- 
tinental line. The extension was referred 
to in our issues of January 14 and March 
18 last. 


New Electric Locomotives for Montreal 
Service 

The Canadian National Railways have 
placed an order for three 1,350-h.p. 
electric locomotives from the Canadian 
General Electric Company for use on sub- 
urban lines out of Central Station. They 
will be used to haul passenger trains run- 
ning northbound from Central Station to 
St. Eustache and Montreal North, where 
traffic has shown a rapid and sustained in- 
crease over the past ten years. 

The new locomotives will differ in ap- 
pearance from the present C.N.R. motive 
power in service on these lines in that the 
driving compartment will be in a centred 


Mineral Haulage in West Africa 
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position on the engine. They will be 
painted black and bear the standard C.N.R. 
insignia. 


TUNISIA 


Development Plans 

Projects due for completion in 1950 in- 
clude substitution for steam of diesel 
traction, with 33 735-h.p. Alsthom-Sulzer 
diesel-electric locomotives, a number of 
which are for the metre-gauge section, and 
with 18 300-h.p. and 600-h.p. Renault and 
Decauville railcars; fitting of all standard 
and metre gauge vehicles with Westing- 
house brake; and modernisation of run- 
ning sheds and shops. 


ALGERIA 


Dicselisation and Modernisation of 
Equipment 

New motive power includes 1,500-h.p. 
diesel-electric locomotives, 15 for goods 
and 25 of a different design for passenger 
traffic. Running sheds and shops have 
been adapted to deal with diesel power 
units, which are intended eventually to 
supplant steam locomotives. The majority 
of goods vehicles have been fitted with 
the Westinghouse brake, to facilitate 
acceleration of goods trains, The new 
French National Railways signalling sys- 
tem has been adopted by stages. A 60- 
cm. (I-ft. 11{-in.) gauge branch has been 
built from Stil, on the Biskra-Touggourt 
extension, to El-Oued, 90 miles; the Souk- 
Ahras-Tarja section, 5 miles, has been elec- 
trified; and work has begun on conversion 
to standard gauge of the line from Bone 
to St. Charles. 


MOROCCO 


Post-War Rehabilitation and 
Extensions 
Diesel-electric traction has been inau- 
gurated with locomotives of 1,500 h.p. 
mainly on coal trains from Djérada and 
Kénadza, and of 660 h.p. on phosphate 
trains from the Benguérir-Safi extension 
and on shunting duties at Casablanca har- 
bour. Rehabilitation of steam and elec- 
tric motive power has progressed; 14 1,860- 
h.p. electric locomotives were ordered in 
1947. The French National Railways 
have transferred 280 30-ton open wagons 
tc the Moroccan Railways, 100 40-ton 
U.S.A. flat cars have been purchased, and 
50 55-ton hopper wagons were ordered in 
1948 for the movement of phosphates. In 
addition, new insulated and refrigerator 
vans have been acquired, 





Manganese train at Takoradi Junction, Gold Coast Railway (see article on page 239) 
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Since the end of the war, improvements 
have been made to track and signalling. 
Intermediate stations on single line now 
may be passed at speed. Improvements 
in and around Casablanca include exten- 
sion of the marshalling yard, doubling of 
sections of line, and construction of a new 
station at Ain-Sabaa, in the northern 
suburbs of Casablanca, to give a direct 
connection between the harbour and the 
Casablanca-Rabat line, 

The Protectorate authoritics, with a view 
to early development of the hinterland, 
have asked for extensions: of the Moroc- 
can Eastern Railways from Guenfouda to 
the coal mines at El-Aouinet, and of the 
Moroccan Railways from Marrakesh to 
the mineral-bearing region at the foot of 
the Atlas mountains. 


JUGOSLAVIA 


Conversion of the Sarajevo-Adriatic 
Coast Line 

The conversion to standard-gauge of the 
2 ft. 5% in. gauge line connecting Sarajevo 
with Ploce, a trading port on the Adriatic 
coast, was put in hand early in August. 
The preseat line is 124 miles long. Re- 
alignments between Sarajevo and Gabela 
will shorten the distance by about 5 miles, 
Gabela is the junction for the line from 
southern Dalmatia (Dubrovnik) and 
Montenegro (Titograd and Hercegnovi). 

The line between Sarajevo and Gabela, 
with an extension from Gabela to the port 
of Metkovic, was built by the joint Austro- 
Hungarian military administration under 
which Bosnia and Hercegovina were placed 
in 1878. Its layout corresponded more 
with strategic than economic considera- 












Austria-Hungary in these occupied regions 
hence the abundance of 
sharp curves with a minimum radius of 
57 ft., and steep gradients. 


annexed in 1908, 


rack-and“pinion working on the 
tem was adopted. 

To improve the working conditions and 
allow of greater speeds the Jugoslav State 


15} miles south of Sarajevo, ¢ 
placed by an adhesion section in 1935, 


miles from Sarajevo, 
tiating the steep slopes of the Ivan moun- 


The onmecal rack section, 
was replaced by 
an adhesion section leading under the Ivan 


point on the line between Sarajevo and the 
section between Podorasac and Konjic, 7 


The electrification of 
most difficult portion of the line, 
Sar ajevo and Konjic, 


pr a the electrification ‘of the ‘ke of 
the new Sarajevo-Ploce line in connection 


waterfalls of the Neretva river through the 
narrow gorges extending for 


miles to the south of Jablanica are to be 
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The 13:6 mile extension from Metko 
(24 miles from Gabela) to Ploce was 
opened in the autumn of 1940, It was 
already intended to develop Ploce into the 
most important Adriatic port for Bosnia 
and Hercegovina in preference to Metko vic 
whose shallow port had proved unsuita)| 
for improvement, 


oe 


GERMANY 
Re-siting Cologne Main Station 

A preliminary agreement as to the re- 
siting of the Cologne main station was 
reached recently between the Reichsbahn 
and the Cologne municipality, The 
present position, immediately northwest of 
the Hohenzollern railway bridge over the 
Rhine, and across the northern part of ihe 
Cathedral Square is to be abandoned in 
favour of a site near the Hansa Ring, a 
main thoroughfare in the north-western 
part of the city. The new site will be 
some 2,460 ft. north-west of the present 
site, and immediately to the south of the 
junction of the main lines for Aachen and 
Belgium, Krefeld in the north, and Bonn 
in the south. Thus, the new main station 
will be built near the south-west of the 
present K6ln-Gereon marshalling yard. It 
has not been disclosed whether the new 
station is to be connected by a short cut 
and a new Rhine bridge with the lines on 
the eastern bank of the Rhine, Pending 
this reorganisation the new station will 
still have to be reached from the eastern 
bank (K6In-Deutz Station) by way of the 
Hohenzollern bridge and the line will still 
have to skirt the Cathedral Square. The 
main station was badly wrecked during the 
war by Allied bombing. 








Publications Received 


Universal Directory of Railway Officials 
and Railway Year Book, 1949-1950. 
London: The Directory Publishing Co. 
Ltd.. 33, Tothill Street, Westminster, S.W.1. 
84 in. x 54 in. 632 pp. Price 30s.—Some 
twelve months ago, when the 1948 edition 
of this volume was in preparation, poli- 
tical and economic changes in many 
parts of the world necessitated the most 
drastic revision of the directory section 
since the 1923 grouping of railways in 
Great Britain. These changes have con 
tinued during the past year and further 
revision and rearrangement has had to be 
undertaken. The continuance of the policy 
of nationalisation in various parts of the 
world has reduced further the number of 
privately-owned railways outside North 
America and the important foreign finan- 
cial interests in railways that were exem- 
plified by the British investments in Argen- 
tina and Uruguay are virtually extinct. 
Political changes have affected the status 
of many parts of the British Common 
wealth, and all entries are divided into 
one of two main divisions. namely, British 
Commonwealth (regardless of dominion 
or colonial status) and Foreign. Each of 
these sections is again sub-divided geo- 
graphically into Continents. 

The statistical section has been revised, 
but without any substantial additions or 
alterations. The chronology of railway 
history has been brought up to date and 
recent additions to the statistical section 
that have proved to be of particular 
utility have been retained. A new feature 
is the chronological table of major de- 
velopments in locomotive design, which has 
been based on a paper presented to the 
Institution of Locomotive Engineers by 


investments of the 


directory section 
also to the statistical shareholding t 
These and other changes make the pre- 


predecessors in containing within the scope 
of little more than 600 carefully-condensed 
pages. more comprehensive lists of officers 
and particulars of railways throughout the 


other aggre 
enables railway 
— to keep in touch with the personnel 


for the acunes of information concern- 
phases of railway operation and mainten 
A Handbook of the 
Theory and Practice of Railway Survey- 


Location, and Construction. 
H. Searles and Howard C. 


Field Engineering: 


and eer York: Wiley & Sons. 


422 pp. Price 39s. 


eden is its first chapter, which is entirely 


of railways and 
methods adopted for its procedure. 
the preface explains, 
tended to show the part played by each 
operation covered in the volume, 


this chapter is jn- 


descriptions of the various stages of sur- 
vey work leading to the final location of 
the advantages and use of 


aerial survey and mapping, the two-base 
method for precision barometric reconnais- 
sance, and the theory and practice of the 
vertical curve. On the other hand, some 
of the notes in earlier editions on ele- 
mentary surveying have been omitted 

Modern developments in surveying and 
map-making, in the science of the pre- 
paration of projects for new railways and 
in railway construction generally, have 
combined to call for a more up-to-date 
handbook on the whole subject than 
earlier textbooks and editions could be 
expected to provide; the present edition 
meets this need in concise form. It seems 
a pity, however, that “Theory of Maxi- 
mum Economy in Grades and Curves” 
has been relegated to Chapter XVIII, 
and is thus completely isolated from the 
first four chapters dealing with the survey 
work necessary to select and locate a 
new line of railway, with which it is so 
closely associated. The twenty-first edition 
of this work was reviewed in The Rail- 
way Gazette of October 2. 1936. Its 
successor is particularly replete with valu- 
able tables and diagrams. some of which 
will be of assistance to every railway 
engineer and permanent-way inspector, no 
matter where he is working. Further re- 
ference to this publication is made else- 
where in this issue. 


Sheil Lubricant Guides—A set of 13 
small guide books, dealing with the lubri- 
cation requirements of various types of 
machinery, has been issued recently by 
Shell-Mex & B.P. Limited, Shell-Mex 
House. Strand, London, W.C.2 The 
types of machine covered by the booklets 
include steam engines and turbines, oil 
engines and auxiliaries, transformers and 
switchgear, compressors and exhausters, 
gears, and cutting machines. 
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Railway and Harbour Development in the Gold Coast 


A heavily-trafficked section is to be doubled 


and port facilities 

Financial approval has been given to the 
doubling of the 42-.mile section of the Gold 
Coast Railway between the port of 
Takoradi and Tarkwa, where the Prestea 
line, the first of three branches from the 
Kumasi main line, takes off. 

the Takoradi-Tarkwa line is joined at 
fakoradi Junction, six miles from 
fakoradi, by a line from Sekondi, the 
original part of the Gold Coast Railway. 
which was begun from Sekondi inland in 
1898 (An illustration of the first train 
from Sekondi to Kumasi appeared in our 
May 20 issue.) Takoradi was developed 
during the 1920’s as the first deep-water 
port of the colony, replacing the surf port 
of Sekondi, to the east. 

Despite the provision of additional crows 
ing places, the Takoradi- Tarkwa section 
has reached almost the limit of its capacity 
as a Single line. There is heavy manganese 
traffic between Nsuta, south of Tarkwa, 
ind Takoradi. 

Surveys were begun in December, 1948, 
nd included not only doubling, but also 
re-siting of some stations and deviations to 
ease some of the worst gradients. As soon 


will be extended 

aus land acquisitions have been completed. 
contracts will be placed for the earth 
works. 

Improvements to the harbour facilities 
at Takoradi, for which Taylor Woodrow 
Constructors Limited has secured the 
contract, include three new jetties for 
handling logs, and covered storage for 
sawn timber for export; an extension of 
the existing general cargo quay berths to 
provide two additional berths of approxi- 
mately 550 ft. each; and demolition of a 
hill to give space for a new railway mar- 
shalling yard. 

Before the war only some 8,000 tons of 
timber were exported through Takoradi, 
but the tonnage for the financial year 
ended March 31 last is put at 160.000 tons. 
Beyond the two general cargo berths quay 
space will be provided for the handling 
of coal for the railway; the project in- 
cludes the transference of the existing 
bauxite loading plant from inside to out- 
side the lee breakwater. 

The outer wall of the lee breakwater is 
to be altered to permit oil tankers to berth 
alongside the quay instead of stern on. 


239 


It is expected that the alterations and 
improvements will take some three years 
to complete: work on the improvements 
2gan in July. 

New locomotives and rolling stock, 
mainly to handle greatly increased timber 
traffic, have been on order for some time. 
Delivery of 15 locomotives was completed 
in July and approximately 300 timber 
wagons are expected between July and 
December. Also awaited is a number of 
new coaches. 


LEYLAND EXHIBITS AT OLYMPIA.—A com- 
prehensive range of diesel engines and 
two examples of industrial diesel power 
plants are among the units being exhibited 
by Leyland Motors Limited at the Engi- 
neering & Marine Exhibition at Olympia. 
The engines are based on the standard 
Leyland automotive engines of 600, 450, 
and 300 cu. in. capacities, and, although 
adaptations have been made to suit them 
for various purposes, working parts are 
identical with those of the design of the 
engines used in Leyland buses and trucks. 
Spares for the units are, therefore, readily 
available at any of the Leyland service 
stations and agents throughout the world. 
The exhibition onened on August 25 and 
will remain open until September 10. 
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The Gold Coast Railway. 


The section between 


is to be doubled 


Tarkwa and Takoradi, which carries heavy mineral traffic, 
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Formation Strengthening on the Bournemouth Line, 
Southern Region 
Extensive blanketing work undertaken to stabilise the roadbed 


oO N leaving the New Forest, the Bourne- 

mouth line of the Southern Regioi 
traverses beyond Brockenhurst a section 
which has been troublesome since its open- 
ing. The railway here runs roughly 
parallel to, and some four miles north 
of, the Solent, and the cuttings form a 
trap for the water coming from the high 
ground of the forest north of the line to 
the sea, with the result that slips have 
been a continual menace. 

The section between Brockenhurst Junc- 
tion and Christchurch, with intermediate 
stations at Sway, New Milton, and Hinton 
Admiral, is ten miles long, and was opened 
on March 5, 1888, as a cut-off to the 
fcrmer circuitous route via Ringwood to 
the then rising resort of Bournemouth. 
The contractor was Joseph Firbank, who 
died while engaged on the work, which 
was completed by his son, in the “ Life of 
Joseph Firbank,” by F. McDermot, full 
details are given of the difficulties encoun- 
tered in building the line, and a knowledge 
of them is useful to an understanding of 
the work which the Southern Region has 
recently carried out between Brockenhurst 
Junction and New Milton. 

The line leaves Sway over the Sway em- 
bankment, about half-a-mile long and over 
60 ft. high. The soil from the cuttings was 
so “slippery” that the bank had to be 
built in terraces, reducing to a width of 
35 ft. at the.top. Even so, the bank proved 


unstable, and its slow consolidation, which 
delayed the opening of the line, and spongy 
nature made its name seem peculiarly 
appropriate. 

The cuttings are mostly through the 
treacherous Barton beds of sands, silts, and 
clays, the bane of the civil engineer, if the 
delight of the geologist, with their grada- 
tions of colour from black to light yellow. 
Even cuttings with 3 to 1 slopes were 
found to be insecure, one slipping nearly 
100 yd. Heavy trenches, totalling 26,000 
cu. yd. had to be put in during the original 
building to drain cuttings and banks with 
also a concreie drain along the whole line 
and many dry stone walls. The excavators 
were of little use, as they emptied so much 
water into the wagons along with the clay. 
Even sand and gravel failed to give the 
clay stability. 


Recent Remedial Work 

For many years considerable lengths of 
the permanent way between Brockenhurst 
and New Milton required more than the 
normal amount of maintenance to preserve 
accurate line and level. After heavy rains 
had saturated the clay it sometimes became 
necessary to impose temporary severe 
speed restrictions, a serious handicap to 
expresses which normally cover the section 
at full speed, 

In recent times increased axleloads, 
speeds, and traffic density, coupled with the 
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shortage of skilled manpower, resulted in 
further deterioration, and, eventually, ex. 
tensive remedial measures were considered 
essential to reduce undue expenditure on 
maintenance. 

Most of the worst trouble has been ex- 
perienced in the neighbourhood of certain 
of the bridges over cuttings where lifting 
of the track to provide a greater depth of 
ballast over the soft formation has been 
impossible. Rather than raise the bridges, 
which are mostly brick arches in good con- 
dition, it was decided to dig out the weak 
formation materials and to replace them 
by a well-consolidated layer of more stable 
material. 

In 1948 and 1949 nearly a mile of double 
track has been treated in this way, and, 
in addition, extensive drainage werk has 
been undertaken to collect the water flow- 
ing into the cuttings. All of this work 
has been highly mechanised and one of the 
characteristics has been the small amount 
of labour required; this has been made 
possible only by the facilities arranged by 
the Operating Department for carrying out 
the work, involving in some instances 
single-line working for more than three 
months. 

The work has so far proved successful 
and on some of the lengths the number of 
man-hours required for annual mainten- 
ance has been reduced by as much as 80 
per cent. All of these works were in cut- 
tings, but a slip occurred on the embank- 
ment near Sway in December, 1948. Slight 
settlement of the bank was noticed on 
December 12, a speed restriction was im- 
posed, and careful arrangements were 
made for watching the site. 
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Diagram of four-mile section between Brockenhurst and New Milton showing location of blanketing works 
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Graph showing train working between Brockenhurst and New Milton, including temporary single-line 


section, between 5 and 6.30 p.m. during progress of engineering works 
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fhe next day rapid settlement of the up 
line occurred, the down line remaining 
stable; single-line working was therefore in- 
troduced on the down line and material 
for building up the embankment to keep 
the line open to traffic was off-loaded from 
this line during short nossessions at night- 
time. 


Embankment Stabilised 


The slip steadied during January 16 after 
large quantities of material had been 
tipped, and the up line was reopened at 5 
m.p.h. Subsequently a “berm” was formed 
at the toe of the slip to give added resis- 
tance against movement by tipping im- 
ported material from road lorries, and the 
stability of the bank is now stated to be 
satisfactory. 

During the complete work, three addi- 
tional temporary signal boxes had to be 
brought into use, as shown on the accom- 
panying layout diagram, to control the 
single-line working. That between Lyming- 
ton Junction and Sway was named Arne- 
wood, after Arnewood Towers, the “ folly ” 
which can be seen on the down side when 
nearing Sway. 
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Temporary signal box, ** Arnewood,’ 


’ between Lymingion Junction and 


Sway, to control single-line working 


Photo| 


iJ. F. Rogers 





View on November 2, 1948, from top of bridge 7, looking towards Brockenhurst, during the blanketing of 


up line. 


Light colour on up line formation shows extent of new ballast laid on dust filling. Men 
levelling Meldon dust and building catch pits 








INTERNATIONAL TRAVEL UNION CONFER- 
ENCE.—The International Union of Official 
Travel Organisations will hold its fourth 
International Conference and _ fifteenth 
General Assembly in Luxembourg from 
September 20 to 24. Attending the confer- 
ence will be some 70 delegates and obser- 
vers, representing national travel organisa- 
tions or Government Departments con 
cerned with travel from Europe, Asia, 
Africa, North America, Latin America, and 
istralasia. Also present will be repre- 
sentatives of international organisations 
interested in travel, such as the United 


> 


Nations Economic Commission for Europe, 
U.N.E.S.0., O.E.E.C., the International 
Hotel Association, I.A.T.A., and the Inter- 
national Road Federation. The theme of 
the conference will be the importance of 
travel as an economic factor and as a 
means of promoting international under- 
standing. Delegates will urge the necessity 
of eliminating, as soon as possible, pass- 
port, visa, currency, and other restrictions 
which impede freedom of movement be- 
tween countries. Mr. Ernest W. Wimble, 
this year’s President of the Union, will be 
in the chair. 


RAILWAY STUDENTS’ ASSOCIATION.—A 
visit to British Railways, Southern Region, 
quarry at Okehampton is being arranged 
for 25 members of the Railway Students’ 
Association, London School of Economics 
& Political Science, on September 26. An 
inspection of the quarry, observance of 
blasting operating, haulage of the displaced 
material to crushing plant and breakdown 
into sizes for railway track ballasting will 
be included in the visit and travel will be 
by either the 11 am. or 4 p.m. trains from 
Waterloo to Exeter, on Sunday, Sep- 
tember 25. 





Cnm-fo ry Fas fo uoisiaaip ajOxT “yupvg fo j00f 1D Ul4sag fo uonnusof Aq pajsativ dys 


August 26, 194: 


ak 5 
a5 Me > aa x 
a BS he a3 


GAZETTE 


> 
x 
& 
~ 
La} 
s 
pe 
= 
= 


dur] GNOWeUIMOg UO SuTUAYyISUIaICG UOLeUIIOT 








Note diversion of right-of-way 


Slip arrested by formation of berm at foot of bank. 
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Bagnall Shunting Tank Engines for Western Region 


The first of 200 locomotives ordered by the Western Region of 


British Railways from outside 
THE first of 50 locomotives of the 
9400” class 0-6-0 type ordered by the 
Western Region of British Railways from 
W. G. Bagnall Limited, Stafford, was 
satisfactorily tested recently in the 
presence of a Western Region inspector. 
Orders for 200 of these locomotives were 
placed with five locomotive manufac- 
turers, and this locomotive, to be num- 
bered 8400, was the first to be passed to 
the inspection of British Railways, and 
now has been delivered to Swindon, 
These locomotives are being built in 


contractors has been completed 


accordance with Western Region working 
drawings, and are to the Western Region 
specifications and requirements, but differ 
“9400” class 


slightly from the original 
constructed by the G.W.R. at Swindon, 
which were described and illustrated in 
our issue of July 11, 1947, in that the 200 
now being built are non-superheated. The 
boilers, which are being manufactured 
and supplied by British Railways, are of 
the G.W.R. standard No. 10 type with 
the prefix KB. The locomotives are 
fitted with Stephenson valve gear with in- 
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side cylinders, and the side tanks are of 
the pannier type, and are of all-welded 
construction. The smokebox is of the 
drum-head type, and is carried on a 
saddle cast integral with the cylinders. 

Some leading dimensions are given 
below:— 


Cylinders (2) ... oad én .. I7gin. X 24in, 


Coupled wheel, dia. 4 fc. ZZ in. 
Boiler barrel an ks --» Ofte. Zin 
Dia., outside... ore aa «- 4 fe. 5§ in. and 
5 ft. Of in 
Heating surface- 
Fire tubes 1,246 sq. ft. 
Firebox 102 sq. ft. 
Total roe ee ithe ... 1,348 sq. fe. 
Grate area ne ae 17-4 sq. ft. 
Tractive effort ... 22,515 Ib. 
Water capacity ... sda ... 1,300 gal. 
Coal os eee saa as «. 3 tons 10 cwt 





Western Region 0-6-0 pannier tank locomotive, ! 
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TOTAL WEIGHT IN WORKING ORDER = 557. 7c. 


Diagram showing principal weights and dimensions of the Western Region “9400” class 


GERMAN FAIR ON A TRAIN.—An agency 
report from Stuttgart states that the first 
train fair in Europe, on the lines of the 
American train fairs, will be opened in 
Stuttgart in October. More than a hun- 
dred firms will exhibit their latest products 
in the train, which will consist of fifteen 
wagons and will be about 330 yd. long. 
The train will later move to other towns 
in south western and southern Germany, 
in each of which the exhibits will be shown 
for a period of three days to one week. 


heavy shunting tank locomotive 


It is planned to send the train fair abroad 
next year. 


TRANSPORT COMMISSION DELEGATION OF 
FUNCTIONS.—The British Transport Com- 
mission has made, and the Minister of 
Transport has approved, a schedule dele- 
gating to the Road Passenger Executive 
certain of the functions of the Commission 
under the Transport Act. Copies of the 
scheme may be obtained from the office of 
the British Transport Commission, 55, 





Broadway, Westminster, S.W.1, price 6d. 
each. A scheme has also been made dele- 
gating to the Road Haulage Executive 
certain of the functions of the Commis- 
sion under the Act, and revoking the 
scheme of delegation to the Road Trans- 
port Executive which was made by the 
Commission on April 12, and approved by 
the Minister of Transport on April 14, 
1948. Copies of the scheme may be 
obtained from the office of the Commis- 
sion, price 1s. each. 
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Sleeping Cars for the Wagons-Lits Company 


Tri-composite cars for international expresses serving Scandinavia 


include three-tier third class 
EW sleeping cars of the International 
Sleeping Car Company, including 
first, second, and third class berths, are run- 
ning in the “Nord Express” between 
Paris and Stockholm and between Ostend 
and Copenhagen, as well as in the “ Scan- 
dinavia-Swiss-Italian Express” between 
Stockholm and Rome and between Copen- 
hagen and Chur. 
The Wagons-Lits Company before the 


double 


Aytré, near La Rochelle, France. The 
design generally is similar to that of the 
pre-war “ Y” type car of eleven two-berth 
compartments, of steel construction with 
hardwood linings. A pantry is provided, 
and there is a lavatory at each end. The 
“Z” arrangement of partitions affords in- 
creased space at the washbasin end of 
each compartment. 

As in the “ Y ”-type car. the two-berth 


berths and windows 
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roller bearings. Springs include double 
laminated springs under the bolster ond 
helical springs on the compensating beams, 
Axles have staged journals, Brakes are 
Westinghouse, with provision for event.al 
fitting of vacuum brake should the car be 
required to run over a system using (iis 
brake. 
The main dimensions are:— 


Length over buffers wie iss 77 fc. 
Distance between bogie centres... 52 ft. 6 
Width over waist-rail ies 9ft. 5) 
Height above rail ... 13 fe. | 
Weight 51 tons 


Weight has been saved by the use of 
special alloys and modern welding methods 
in the body structure. Outside sheetiny is 





Third class compartment arranged for day travel 
in new sleeping cars for Wagons-Lits Company 


war provided third class sleeping accom- 
modation in certain services in France, 
Poland, and elsewhere, but the new cars 
are the first to include third class berths in 
any of the major international expresses, 
in answer to a demand by Scandinavian 
travellers, who for some years have 
enjoyed third class sleeping-car facilities in 
their own countries. 

The cars were built by the Ateliers 
Métallurgiques at Nivelles, Brussels, and 
by Entreprises Industrielles Charentaises at 


compartments are for second class pas- 
sengers, and four of them can be made up 
as required as first class single compart- 
ments. An innovation is the provision of 
four third class compartments, two at 
either end, each containing three super- 
imposed berths, thus giving a possible total 
of 26 berths. 

Bogies are of the monobloc type, with 
underframe, compensating beams, and 
bolster and carrying beam of cast steel. 
Compensating beams are borne on S.K.F. 


View of third class compartment made up for 
the night, showing three-tier berths 


of copper-treated steel 3 in. thick with 
countersunk rivets. The ends and the outer 
partition walls of the pantry and lava- 
tories are assembled on steel-plate mem- 
bers to afford resistance to telescoping. 

All windows have double panes to coun- 
teract low winter temperatures. The nantry 
is fitted with a refrigerator and electric 
cooker for the service of light refreshments. 
Except for the berths, the internal 
arrangements of the new cars are the same 
for all three classes. 








INTERNATIONAL MECHANICAL ENGINEERING 
ConGrESS.—Production efficiency will be 
the theme of the International Mechanical 
Engineering Congress, which is to be held 
in Paris from September 12 to 17. Amongst 
speakers in French and English on a 
great variety of subjects is Mr. A. 
Berry, Director of the British Engineers’ 


Association, who will read a paper on 
“The Advancement of Production 
Efficiency.” Visits will be made to 


factories and installations such as the loco- 
motive testing plant at Vitry sur Seine and 
the Renault works at Boulogne-Billan- 
court. The congress will be followed by 


a study tour, ending on September 23, 
during which delegates will visit industrial 
plants at Strasbourg, Besancon, Lyons 
(including the Fives-Lille works), Le 
Creusot (the Schneider works) and Mont- 
lucon. Further particulars may be 
obtained from the British Engineers’ Asso- 
ciation, 32, Victoria Street, S.W.1. 


CHEAP Fare FACcILities.—Specially _re- 
duced fares for Londoners wishing to spend 
an afternoon in the country were intro- 
duced from London and many suburban 
stations on the Southern Region of British 
Railways, on Saturday, August 20, These 


fares, cut to approximately two-thirds the 
single fare for the return journey, are 
available on Wednesdays, Thursdays, 
Saturdays and Sundays, by all trains leav- 
ing London between 2 p.m. and 4.30 p.m. 
Passengers may return by any train the 
same day. Noted beauty spots to which 
these cheap fares are available include 
Eynsford, for Lullingstone Castle, 3s. re- 
turn; Reigate. for Reigate Heath and Col- 
ley Hill. 3s. 3d. return; Boxhill, for Mickle- 
ham Downs and Ranmore Common, 
3s. 3d. return; Clandon, for Newlands 
Corner and the Silent Pool, 3s. 9d. return; 
Oxshott, for Oxshott Heath, 2s. 6d. return. 
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Bowness Pier, Windermere, L.M.R. 


A timber structure built in 1900 has been replaced by a reinforced 
concrete pier of unusual strength for lake steamer traffic 


THe London Midland Region has com- 

pleted a new reinforced-concrete pier 
at Bowness, on Lake Windermere, to deal 
with British Railways steamer traffic. The 
old pier, built in 1900, had decayed timber 
piles and corroded wrought-iron girder 
stringers. 

The pier serves motor vessels 135 ft. 
long by 25 ft. in breadth, as well as lake 
steamers. In windy weather, however, all 
these vessels, having shallow draught, are 
liable to cause relatively severe berthing 
shocks to the pier. Moreover, to avoid 
going astern into the bay, which is exten- 
sively used by small pleasure boats, the 


L.M.R. vessels are warped round the semi- 
circular pierhead before casting off. The 
pier is, therefore, constructed more solidly 
than otherwise would be the case. 

The new pier has an R.C. deck, carried 
by three rows of pre-cast 14-in. square 
piles of similar construction, driven ver- 
tically between the old timber piles and 
clear of the girders. Most of the piles 
were cast on the old pier deck, suitably 
strengthened, and 50 ft. long, in rapid- 
hardening Portland cement, but in some 
cases the piles were extended in situ by 
10 ft., aluminous cement concrete being 
used for the purpose. 


‘thickness of 64 in. 
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The in situ deck slab has an average 
and spans between 
bracing frames of the Vierendeel type 
spaced at 10-ft. centres throughout the 
length of the pier; the deck is stiffened by 
edge beams, 12 in. x 18 in., to distribute 
berthing loads over the length of the pier. 
The bullnose is strengthened by a 9-in. 
slab just above lake level, embracing eight 
piles and braced to the deck by substan- 
tial haunches on the deck edge beams. 

At each frame and around the bullnose 
12-in. x 12-in. timber fenders are pro- 
vided. All the fixing to the concrete is by 
renewable bolts in cored holes; no bolts 
or fastenings are cast inte the concrete. 

The work was begun in Noveinber, 
1948, and completed to schedule in May, 
1949, by Leonard Fairclough Limited, to 
the design and under the supervision of 
Mr. J. Briggs, Civil Engineer, London Mid- 
land Region. 





The new London Midland Region pier at Bowness, Lake Windermere ; it is of unusual strength for 
lake-vessel traffic, and of reinforced concrete construction 








BRITISH STANDARD FOR TENSIONAL STEEL 
STRAPPING.—B.S.1133, Packaging Code, 
which was orginally prepared to assist the 
Services in dealing with packaging prob- 
lems, has in practice been widely used by 
industry. The British Standards Institution 
has for some time been engaged on a re- 
vision of this code, and section 15, which 
deals with tensional steel strapping, has 
just been published. Copies of section 15 
are obtainable from the Institution’s Sales 
Department, 24, Victoria Street, London, 
S.W.1, price 2s., post free. 


SILICONE RUBBER INSULATED CABLES AND 
Wires.—It has been decided to raise the 
maximum working temperature of Silicone 
rubber insulated cables and wires made by 
British Insulated Callender’s Cables 
Limited to 150° C. These may also be 
used at temperatures well below freezing 
point. Typical applications include their 
use as thermocouple leads, instrument 
leads and connections in boiler houses, 
Wiring for drying kilns, furnaces, ovens, 
engine rooms. turbine aero-engines, etc. It 
is claimed that the main reasons why sili- 
cone compounds possess remarkable tem- 
perature stability are the presence of 
silicon atoms and the strength of the 


silicon-oxygen bond. Further, compared 
with asbestos and glass as insulants for 
high temperatures. Silicon rubber com- 
bines greater flexibility and resistance to 
moisture as well as the ability to with- 
stand continuously without deteriorating a 
wider range of working temperatures. 


ACCEPTANCE TESTS FOR PositTive-Dts- 
PLACEMENT COMPRESSORS AND EXHAUST- 
ERS.—The British Standards Institution has 
published B.S.1571, Acceptance Tests for 
Positive-Displacement Compressors and 
Exhausters. Copies of the standard may 
be obtained from the Institution’s Sales 
Department, 24, Victoria Street, London, 
S.W.1, price 2s. 6d., post free. 


SAUNDERS VALVE PRODUCTS.—Among 
the products of the Saunders Valve Co. 
Ltd. shown at the Engineering & Marine 
Exhibition, are a new Model K diaphragm 
valve, suitable for fluids from air and 
water to most virulent acids, and Safran 
centrifugal pumps with pump and motor 
permanently aligned to opposite faces” of 
a rigid bulkhead to provide secure 
anchorage. The static exhibits include 
the new Saunders self-priming pump 
with electric drive; a self-contained diesel 


powered pump; a_ petrol-engined unit; 
and a belt-driven pumping set. 


EVENING CLASSES IN TRANSPORT.—En- 
rolment for evening classes at the City of 
London College, Moorgate, E.C.2, will 
take place between September 19 and 21. 
from 5 to 8 p.m. On these dates lecturers 
will be available to give advice. one of 
which—September 19—is reserved for last 
session’s students. Transport classes in 
preparation for the examinations of the 
Institute of Transport are again being 
made available in this session, which will 
commence on September 26. 


UNITED STATES FREIGHT RATES INCREASED. 
—The Interstate Commerce Commission has 
granted further increases averaging 3-7 per 
cent. in United States freight rates. This 
brings freight rates to 9-1 per cent. above 
the end-1948 level. The railways had 
asked for an average increase of 13 per 
cent. over last year’s rates. Based on the 
latest traffic estimates available, the cur- 
rent increase will add $288,000,000 to the 
annual revenue of the railways, over and 
above the $391,000,000 revenue increase 
granted earlier this year. A_ further 
$5,000.000 will be earned from increases 
allowed on other miscellaneous charges. 





THE RAILWAY GAZETTE August 26, 1949 


Electric Train Sets for New Zealand 
(See article on page 249) 





Mr. W. J. Jordan, High Commissioner for New Above, from left to right, are Mrs. Frank W. Aickin, 
Zealand, speaking at Preston on August 19, With Mr. H. S. Aspinall, Mrs. P. R. Angus, Sir George 
him is Sir George Nelson Nelson, and Mr. Frank W. Aickin 





recent visit of the New Zealand Railways mission to the Preston works 
of The English Electric Co. Ltd. 


Included in the group are Mr. W. J. Jordan, High Commissioner for New Zealand; Mr. Frank W. Aickin, General 

Manager of the New Zealand Government Railways; Mr. P. R. Angus, Chief Mechanical Engineer; Mr. C. A. Mackersey, 

Electrical Engineer; Mr. J. W. Porter, Signals Engineer; Mr. A. J. Ede, Traffic Superintendent; Mr. R. F. Black, District 

Engineer; Mr. Ranald J. Harvey, Consulting Engineer; Mr. A. T. Campbell, Public Relations Officer, New Zealand 

Government ; Sir George Nelson, Chairman & Managing Director of The English Electric Co. Ltd.; Mr. H. S. Aspinall, 
Mr. L. H. Short, and Mr. C. C. H. Wade 


Group taken during the 
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PERSONAL 


The Minister of Transport has appointed 
Mr. H. V. Stammers to be a Deputy 
Member for England & Wales of the Road 
& Kail Appeal Tribunal constituted under 
the Road & Rail Traffic Act, 1933. Mr. 
Stammers is a Managing Director of the 
British Tabulating Machine Co. Ltd. 

The War Office announces that Colonel 
(temporary Brigadier) C. G. B. 
Greaves, at present D.Q.M.G. 
(Movements) Middle East Land 
Forces, will succeed Major- 
General W. D. A. Williams as 
Director of Movements, War 
Office, early in September. 

Mr. F. Sander, Assistant 
Chief Accountant, Nigerian 
Railway, has been appointed 
Chief Accountant, 





We regret to record the death 
on August 19, in his 79th year, 
of Mr. Edwin Rogerson, some- 
time Acting Chief Engineer, 
East Indian Railway. 

it is notified in The London 
Gazette, under the heading of 
Supplementary Reserve’ of 
Otticers—Royal Engineers, that 
Major E. C. Cookson relin- 
quishes his commission, August 
15, 1949, retaining the rank of 
Major. Major Cookson is 
Assistant Engineer (Permanent 
Way), Western Region, British 
Railways. 

Mr. J. W. Booth has been 
appointed by the Minister of 
Civil Aviation to be a Deputy- 
Chairman of the British Over- 
seas Airways Corporation, in 
addition to Mr. Whitney 
Straight, who became Deputy- 
Chairman last month, 

Mr. George F. Buckingham, 
Freight Traffic Manager for the 
Canadian Pacific Railway at 
Winnipeg, has been appointed 
to the new post of Assistant 
General Traffic Manager at 
headquarters at Montreal. He 
is succeeded at Winnipeg by 
Mr. Harry Arkle, hitherto 
Assistant Freignt Traffic Manager there. 
In his new post Mr. Buckingham will assist 
the company’s General Traflic Manager 
in his system-wide jurisdiction over all 
traffic matters (freight, passenger and 
steamships). 


Mr. A. A. Pollock, Director & Chief 
Mechanical Engineer of the British 
Thomson-Houston Co. Ltd., has retired, 
but his services will be available in a con- 
sultative capacity. Mr. K. R. Hopkirk has 
been appointed to succeed him as Chief 
Mechanical Engineer. Concurrent!y with 
Mr. Hopkirk’s new appointment, changes 
in the organisation and functions of some 
of the engineering departments of B.T.-H. 
have come into effect. The Plant Engineer- 
ing Department is under the management 
of Mr. L. D. Anscombe, and the Motor 
Engineering Department under the 
Management of Mr. B. Pringle. Rectifier 
Engineering has been constituted a 
Separate department, of which Dr. J. C. 
Read has been appointed Manager. 
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Lt.-Colonel G. R. S. Wilson, RE. 
(retired), who, as recorded in our June 3 
issue, has been appointed Chief Inspect- 
ing Officer of Railways, Ministry of 
Transport, from August 1, was educated at 
Marlborough and at the Royal Military 
Academy, Woolwich. He was commis- 
sioned in the Royal Engineers in Novem- 
ber, 1914, and proceeded to France in May, 
1915, serving in field companies there and 
in Macedonia throughout the war. He 





Elliott) 


Lt.-Colonel G. R. S. Wilson 


Appointed Chief Inspecting Officer of Railways, 


Ministry of Transport 


subsequently commanded a field company 
in Ireland, and in 1921 was employed by 
the Colonial Office for the survey work of 
the Syria-Palestine Boundary Commission. 
Thereafter he served with the railway 
troops at Longmoor until 1924, during 
which time he was alse in charge of the 
Catterick Military Railway and was 
attached to the South Eastern & Chatham 
Railway for a year’s training course. From 
1924 to 1930 he was employed in the Direc- 
torate of Movements at the War Office, 
after which he saw two years service in 
Malta. He returned to the Railway Train- 
ing Centre at Longmooi, where he became 
an Instructor, after undergoing a training 
course with the Southern Railway. In 1935, 
having retired from the Royal Engineers, 
he was appcirted an Assistant Inspecting 
Otlicer of Railways in the Ministry of 


Transport. Colonel Wilson was recalled to 
the Army on the outbreak of war, and 
served as Assistant Director of Railways 
with the B.E.F. in France until Juae, 1940, 
when he resumed his duties with the Rail- 
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NEWS SECTION 


way Inspectorate. He was appointed as 
an Inspecting Officer of Railways in 1941. 





Mr. W. H. Burton, Stationmaster at 
Sheffield (Victoria), Eastern Region, British 
Railways, has been appointed Station- 
master, York, North Eastern Region, in 
succession to Mr. G. W. Anson, who has 
been appointed Assistant District Operat- 
ing Superintendent, Hull. 





Mr. George J. West, a mem- 
ber of the Road Haulage Asso- 
ciation head office staff, has 
been appointed Secretary of the 
Employers’ Panel of the Road 
Haulage Wages Council. 





The following officers of the 
General Mitre (former Central 
Argentine) Railway have re- 
tired on pension:—Mr. J. H. 
Taylor, Chief Engineer; Mr. 
K. N. Eckhard, Chief Electrical 
Engineer; Mr, R. H. Weitzel, 
General Manager’s Staff & 
Labour Representative; Mr. 
A. H. Abbott, Commercial 
Assistant to the _‘ Traffic 
Manager. 





Mr. H. W. Hayward has 
been appointed to the new 
position of Engineer of Stan- 
dards & Methods for the 
Canadian Pacific Railway. 


Mr. G. R. Marsh, hitherto 
Sales Director, has been ap- 
pointed Assistant Managing 
Director of A. C. Wickmar 
Limited. 

Mr. G. S, Bingham has been 
appointed Divisional Depot 
Engineer of the Northern, Cen- 
tral and Piccadilly Lines, 
London Transport, and Mr. 
L. R. Cotton has been ap- 
pointed Divisional Depot Engi- 
neer of the District, Metro- 
politan and Bakerloo Lines. 





We regret to record the death 


[& Fry on August 22, at the age of 78, 
of Mr. F. Burtt, for many 
years a draughtsman _ at 


Brighton Works, Southern Rail- 
way, who was a Founder Mem- 
ber, and the first Honorary 
Secretary, of the Institution of Locomotive 
Engineers, of which he was later elected 
an Honorary Life Member. 





Mr. F. R. M. de Paula has been ap- 
pointed a Director of the Brush Electrical 
Engineering Co. Ltd. 


Mr. H. C. Murphy, Vice-President 
(Operation), Chicago, Burlington & Quincy 
Railroad, has been elected President, in 
place of Mr. Ralph Budd, retiring. 








The British Transport Commission 
announces the following appointments in 
the Commercial Advertisement Division of 
the Department of the Chief Public Rela- 
tions & Publicity Officer: ——Mr. K. Russell 
to be Head of the Rail, Docks & Inland 
Waterways and Hotels Section; Mr. H. E. 
Moir to be Head of the Road Transport 
Section; Mr, J. L. Perren to be Head of the 
Sales Section; Mr. G. C. Drury to be Head 
of the Publications Section; Mr. H. W. 
Denham to be Division’s Accountant. 
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Mr. T. M. Herbert 


Appointed Director of Research, 
ailway Executive 


Mr. T. M. Herbert, M.A., M.I.Mech.E., 
who, as recorded in our August 19 issue, 
has been appointed Director of Research, 
Railway Executive, was educated at Marl- 
borough, aind at King’s College, Cam- 
bridge, where he graduated with first class 
honours in the Mechanical Tripos in 1922, 
and was President of the Cambridge Uni- 
versity Engineering Society in 1921-22. 
After serving as a pupil in the locomo- 
tive works of the Midland Railway at 
Derby, he took up a research appointment 
with the British Non-Ferrous Metals Re 
search Association. He re-entered railway 
service, with the L.M.S.R., in 1928, and 
in 1930 he became Secretary of the com- 
pany’s Advisory Committee on Scientific 
Research. In 1932 he was appointed Re- 
search Manager of the L.M.S.R. Mr. Her- 
bert was awarded the George Stephenson 


Research Prize of the Institution of 
Mechanical Engineers in 1930. He is a 
Member of Council of the Institute of 


Metals. He has taken a great interest in 
the organisation of industrial research, and 
serves on the councils of the British Cast 
Iron Research Association, British Non 
Ferrous Metals Research Association and 
British Iron & Steel Research Association, 
of the Corrosion Committee of which he 
is Chairman. He is also Vice-Chairman of 
Council of the Association of Special 
Libraries & Information Bureaux. 

Mr. W. H. Dandridge, the representative 
in South Africa of John I. Thornycroft & 
Co. Ltd., left London recently for Johan- 
nesburg after attending conferences in this 
country. 


Mr. C.F. Tyndall, M.I.Mech.E. 
M.I.Loco.E., Mechanical Engineer & Run- 
ning Superintendent. Coras  Tompair 
Eireann (Irish Transport Company), who, 
as recorded in our August 5 issue. has been 
appointed Chief Motive Power Engineer, 
was educated at Castleknock College and 
Earlsfort House School, Dublin. He be- 
gan his training with the Great Southern 
& Western Railway in 1916, and. after 
seven years in the various workshops, 


drawing office and laboratory at Inchicore 


Works. was appointed Junior Assistant to 
the Works Manager. On the railway 
amalgamation of 1925, he was appointed 
Senior Assistant to the Running Superin- 
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Mr. C. F, Tyndall 


Appointed Chief Motive Power Engineer, 
Coras Iompair Eireann 


tendent, Great Southern Railways. For 
several years he acted as the company’s 
Inspector of Purchased Materials in 
Great Britain. In 1930 he was appointed 
District Locomotive Superintendent 
(Southern Area), Cork, and in 1937 was 
promoted to be District Locomotive Super- 
intendent (Eastern Area), Waterford. Mr. 
Tyndall was appointed Assistant Running 
Superintendent in January, 1942, and Run- 
ning Superintendent in June of the same 
year. He continued in that position after 
the formation of the Irish Transport Com- 
pany in January, 1945, and was later ap- 
pointed also Mechanical Engineer. 


Mr. B. W. Silverwood has been ap- 
pointed Technical Commercial Welding 
Engineer to the Industrial Department of 
Philips Electrical Limited. 

On his return from India, Mr. R. L. 
Chantrill has been appointed Chief Tech- 
nical Engineer of the British Thomson- 
Houston Export Co. Ltd. For some years 
he has been Director & Chief Engineer of 


Associated Electrical Industries (India) 
Limited, which position he has now 
relinquished. 


ROAD HAULAGE EXECUTIVE 

Mr. D. H. Bond (formerly Controller- 
General and Director of the British Zone 
Petroleum Co-ordinating Authority in Ger- 
many) has been appointed Divisional 
Stores Officer, Midland Division, Road 
Haulage Executive; and Mr. A. Simms 
(formerly Stores Superintendent, Ribble 
Motor Services, Preston) becomes Divi- 
sional Stores Officer, North Western 
Division. 


Khadr Gabr Bey, who, as recorded in 
our August 19 issue, has been appointed 
Deputy General Manager of the Egyptian 
State Railways. has had nearly 32 years 
experience in Government offices, particu- 
larly in the various departments of the 
State Railways. He received his advanced 
education at the Royal College of Engi- 
neering. Cairo University, and obtained 
his diploma as civil engineer in 1916. In 
1917 he was selected for the position of 
Assistant Professor in the Royal College 
of Engineering, Giza, and later trans- 
ferred to a Ministry post, in which he re- 
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Khadr Gabr Bey 


Appointed Deputy General Manager, 
Egyptian State Railways 


mained until 1926. In that year Gabr Bey 
entered Egyptian State Railways service in 


the Engineering Department, and some 
eleven years later was promoted Deputy 
Superintendent, Stores Department, and, 
in February, 1944, Deputy Traffic & 
Goods Manager. In 1945 he became 


Superintendent of Stores, in which post 
he remained until his appointment in 1947 
as Inspector-General, Traffic & Goods 
partment, the position he vacated on his 
present appointment. 


Mr. A. E. Houseman and Mr. W. F R. 
Campling have been appointed Directors 
of Thomas De La Rue & Co. Ltd. 


Mr. N. G. Bassett Smith, Compositions 
Manager of Dunlop Special Products, has 
been appointed also Manager of the com- 
pany’s Flexib!e Plastics Division. 


Mr. W. J. Morison, 
Eastern National 


Chief 
Omnibus Co. 


Engineer, 
Ltd.. has 


retired, and is succeeded by Mr. W, T. 
Skinner, hitherto Assistant Chief Engineer. 

In the 1949 examinations of the Insti 
tute of Transnort, prize-winners are as 
follow:—Associate Membership Examina- 
tion: Prize for first place to Mr. D. B. 
Rossiter (Graduate). Southern Rhodesia 


Civil Service, and for second place to Mr. 
J. H. Shields (Graduate), Tees Conserv- 
ancy Commission. Graduateshio Exami- 
nation: Prize for first nlace to Mr. R. 
Bowers, Glasgow Corporation Transport, 
and for second place to Mr. R. L. R. Hill. 
British Railways (London Midland 
Region). 


The late Mr. rm A. Kay 

The following appreciation of the late 
Mr. J. A. Kay. Editor of The Railway 
Gazette, 1916-49, has been received, fur- 
ther to those already published :- 

The death of Mr. Kay removes a leader 
of the first class in the realm of transporta- 
tion journalism. Many overseas readers 
of The Railway Gazette will know what a 
creative personality has disappeared so 
suddenly, and on behalf of some of them 
I would like to record appreciation of Mr. 
Kay's talents—H. A. JOHNSON, Acting 
General Manager, Gold Coast Govern- 
ment Railway. 








ectors 


SITIONS 
s, has 


com- 


rineer, 
.. has 
WOT: 
zineer. 


Insti- 
ure as 
imina- 
D. B. 
odesia 
‘oO Mr. 
ynserv- 
=Xxami- 
Mir. R. 
nsport, 
Hill, 
lidland 


ve late 
railway 
i, fur- 


leader 
sporta- 
readers 
what a 
red so 
yf them 
of Mr. 
Acting 


sovern- 





August 26, 1949 


THE RAILWAY GAZETTE 


Electric Train Sets for New Zealand 


Inspection by the New Zealand Railways mission 
of motor coaches and trailers under construction at 
the Preston works of The English Electric Co. Ltd. 


The story of railway electrification in 
New Zealand on a serious scale dates from 
1924, when the New Zealand Government 
Railways awarded a contract to The 
English Electric Co. Ltd. for the supply of 
complete equipment for a steam power 
station at Otira, and for five locomotives 
of 1,500 h.p. each. The locomotives were 
needed for use in a five-mile tunnel in 
South Island through the Southern Alps. 

In 1929 the same company received a 
contract for the electrification of the 
Christchurch-Lyttelton section. Mr. W. B. 
Tzverner, Minister of Railways, opening 
this first electrified suburban railway in 
New Zealand, remarked that the results of 
the running would be awaited eagerly by 
others who hoped to benefit by similar 
installations. 

That his expectations have been fulfilled 
is borne out by the fact that in 1938 and 
1939 the company was given two con- 
tracts for further railway electrical equip- 
ment. These were for the Wellington- 
Paekakariki and Wellington-Johnsonville 
routes. For the former, equipments were 
supplied for seven locomotives of 1.240 
h.p. each, together with one complete 
locomotive, and two further equipments 
at a later date. For the Johnsonville sec- 
tion, six two-coach trains, followed by 
three motor coaches and two trailers, were 
supplied later. 


ORDERS AT PRESENT IN HAND 

From those pre-war contracts until the 
present time New Zealand has received 
from the various works of The English 
Electric Co. Ltd. many examples of elec- 
tric plant. Orders are now in hand for 40 
electric motor coaches and 71 electric 
trailer coaches for the New Zealand Gov- 
ernment Railways—mainly for use on the 
Wellington-Paekakariki section and from 
Wellington to Upper Hutt. 

The new motor coaches, which will 
seat 56 passengers each, incorporate a 
number of mechanical features which 
differ from those of their predecessors in 
service since before the war. The most 
important concerns the bogies, where a 
one-piece steel casting is used for the first 
time. The castings were supplied by the 
English Steel Corporation, Sheffield, and 
the assembly takes place at the Preston 
works. 

The motor coaches are of all-steel con- 
Struction with cast-steel bogies and flush 
welded panelling. Entrance to the pas- 
senger saloon is by means of air-operated 
sliding doors under control of the guard. 
A luggage compartment is provided at one 
end of the coach. The motor coach may 
be driven from either end. 

The coach body is of unit construction 
and the all-steel underframe and super- 
Structure form an_ integral load- -bearing 
Structure. The coach panelling is attached 
by welding and all joints are ground flush 
to give a smooth exterior finish. An 
exterior view of the coach, which will be 
described in greater detail in a later issue, 
is given on page 246. 

The motor coach is equipped with a 

double-pan lightweight pantograph which 
collects current at 1,500 V. from the over- 
head. The coach is powered by four nose- 
suspended motors driving the road wheels 
through single- reduction spur gears. The 
control equipment is of the unit electro- 
Pneumatic type. The whole of the 1,500-V. 


control gear is carried in a high-tension 
compartment mounted under the coach, 
The construction of the trailer coaches, 
which will seat 72 passengers, is very 
similar to that of the motor coaches, ex- 
cept that there is only one driving cab, 
and the luggage compartment is omitted. 


CEREMONY AT PRESTON WORKS 

On August 19, the High Commissioner 
for New Zealand, Mr. W. J. Jordan, 
together with members of the New Zealand 
Railways mission now in Great Britain, 
visited the Preston works of the company, 
where they were received by Sir George 
Nelson, Chairman & Managing Director of 
the company, and Lady Nelson. 

sefore the inspection of the works, there 
was an interesting ceremony in one of the 
completed coaches of the present contract, 
when Mrs. Aickin, wife of Mr. Frank W. 
Aickin, General Manager of the New 
Zealand Government Railways, unveiled a 
plaque which reads :— 

THIS PLAQUE WAS PLACED HERE 

BY MEN OF THE ENGLISH 

ELECTRIC COMPANY TO CONVEY 

A MESSAGE OF EMPIRE GOOD- 

WILL TO THEIR KINSMEN IN 
NEW ZEALAND 

Beneath this inscription it is recorded 
that the plaque was unveiled at Preston on 
August 19, 1949, in the presence of the 
High Commissioner for New Zealand, the 
Rt. Hon. W. J. Jordan, P.C.; the General 
Manager of the New Zealand Railways, 
Mr. Frank W. Aickin, O.B.E., E.D.; and 
the Chief Mechanical Engineer of the 
New Zealand Railways, Mr. P. R, Angus. 

Sir George Nelson, inviting Mrs. Aickin 
to unveil the plaque, said that the New 
Zealand Railways had always turned to this 
country for advice and co-operation in the 
development and extension of their trans- 
port system. 

The staff and workpeople of The English 
Electric Company who had benefited by 
this co-operation were particularly anxious 
to show their appreciation of this long asso- 
ciation. To mark this appreciation 
and to send a goodwill message to New 
Zealand the plaque has been placed in one 
of the vehicles. 

The destiny of the British Empire—and 
in fact of the world—depended in great 
measure on the solidarity and understand- 
ing between the countries which formed 
this Commonwealth. With such feelings, 
therefore, it gave him much pleasure to 
welcome so many distinguished citizens 
from New Zealand. That country had 
always stood with Britain in critical 
moments, and, since the last war, New 
Zealand had been especially generous. 

Post-war economic problems were far 
from being solved yet, and, indeed, the 
present economic position was as serious a 
menace to our way of life as was the war. 
There was no overnight solution. Hard 
work and efficient production were the 
foundation, but it was for the Governments 
of the countries of the Empire, and of those 
outside it which believed in our way of 
life, to iind the solution. 

It was in these works—the Dick Kerr 
Works—that the earliest tramcars for ser- 
vice in New Zealand were designed and 
built. This was followed by the first elec- 
trification carried out in the Empire after 
the first world war. 

They were now in the midst of carrying 
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out the next step through the contract 
negotiated in 1946 by Mr. Aickin. General 
Manager, and Mr. Angus, Chief 
Mechanical Engineer. Into this work his 
company had put the experience gained in 
the electrification of about 60 railways in 
all parts of the world. 

They were delighted that the High 
Commissioner for New Zealand had been 
able to he there today. Mr. Jordan had 
on many occasions demonstrated on behalf 
of his Government and himself what New 
Zealand means to the Empire and what 
the Mother Country means to New 
Zealand 

Sir George Nelson concluded by wel- 
coming the ladies who had accompanied 
the mission and then presented Mrs. Aickin 
with a silver salver as an example of 
British craftsmanship of the time of 
George III. 

Mr. W. J. Jordan, responding, after 
thanking the company for its hospitality, 
said he was grateful to “ English Electric ” 
for all it had done for his country. “* Made 
in Britain,’ went on Mr. Jordan, was 
accepted as a hallmark of quality. This 
quality was universally respected in New 
Zealand, and, indeed, elsewhere, but now 
that they had to face competition from all 
parts, this quality was becoming of even 
greater importance. 

Mr. Frank W. Aickin, General Manager 
of the New Zealand Government Rail- 
ways, saying that it was over 25 years 
since the relationship between “ English 
Electric” and the New Zealand Govern- 
ment Railways commenced, went on to 
give some historical details of the various 
contracts carried out and expressed his 
appreciation of the quality of the products 
and of their performance in service, They 
would be glad to know that two cars had 
arrived in New Zealand two months ago, 
had been tried out, and had given every 
possible satisfaction. They would go into 
regular service on August 29. He thanked 
Sir George Nelson for his hospitality and 
on behalf of Mrs. Aickin expressed her 
gratitude for the salver. 

Other guests included:—Mr. C. A. 

Mackersey, Electrical Engineer; Mr. J. W. 
Porter, Signals Engineer; Mr. A. 
Traffic Superintendent; Mr. R. F. “Black, 
District Engineer; Mr. Ranald J. Harvey, 
Consulting Engineer to the New Zealand 
Government; Mr. J. Steele, Traction Engineer 
to Messrs. Ranald J. Harvey, Mr. A. T. 
Campbell. Public Relations Officer, New 
Zealand Government, London; Mr. C. W. 
Salmon and Mr. C. V. S. Parker, of Cory- 
Wright & Salmon, representatives of The 
English Electric Co. Ltd. in New Zealand. 

Representatives of The English Electric 
Company, who accompanied the New Zealand 
contingent from London, included Mr. H. S. 
Aspinall, General Manager of the Export 
Department Mr. L. H. Short, Chief of 
Administration, Traction Department, and Mr. 
C. C. H. Wade, Manager, Sales & Contracts, 
Traction Department. 

A tour of the works then took place. 
Briefly, the Preston works were previously 
operated by Dick Kerr & Company, one 
of the four constituent firms who combined 
to form “ English Electric” in 1918. Even 
before 1880, Dick Kerrs enjoyed the repu- 
tation of being the first British firm of 
engineering contractors to specialise in 
tramway and light railway equipment, and 
in 1887 constructed the first electric con- 
duit line from Gravesend to Northfleet. 

The Preston works was purchased by 
The English Electric Company in 1897. 
Contracts completed since that date include 
railway electrification schemes in many 
parts of the world and in Great Britain 
the first main-line electrification system— 
on the Liverpool-Southport line—was 
carried out in 1902. 
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Ministry of Transport Accident Report 


of 


Region 


British Railways ; September 15, 1948 


Lt.-Colonel E. Woodhouse, Inspecting 
Officer of Railways, Ministry of Transport, 
since retired, inquired into the accident 
which occurred at about 11.45 a.m. on Sep- 
tember 15, 1948, at an accommodation 
crossing between Wetwang and Garton, on 
the single-line branch from Malton to 
Driffield, North Eastern Region. The 11.10 
a.m, passenger train from Malton, consist- 
ing of a tank-engine and two coaches, ran 
down a lorry conveying 9 Poles and Hun- 
garians, on loan from the National Coal 
Board for farm work. Three were killed 
and five injured, four seriously. The British 
driver was seriously burnt and injured, the 
lorry catching fire and being completely 
wrecked. The train sustained trifling 
damage and was not derailed. 

Although the situation is lonely, medical 
attention was quickly available. An R.A.F. 
medical officer heard of the accident when 
passing another crossing 660 yd. away and 
went at once to the scene. Other doctors 
and helpers arrived, with ambulances, with 
promptitude. The weather was fine. 


LOCATION 
authorised by an Act of 1846, 
from the west on a falling 
gradient of 1 in 241 round a 60 ch. right- 
hand curve, with whistle board 1,150 yd. 
in rear of the crossing. It is in cutting 
through sidelong ground, falling sharply 
south to north. The Act described the 
road, which runs south to north, as the 
lorry travelled, as a public bridle road, but 
did not prescribe employment of a gate- 
keeper. The Assistant to the Estate Sur- 
veyor of the Region regarded right-of-way 
for vehicular traffic as limited to the occu- 
pier of the adjoining land or his nominees, 
public “ bridle rights” not embracing such 
traffic, 

The crossing has field gates, not pad- 
locked, opening outwards, and as the lorry 
came up it passed over a sunken grass road 
falling from the fields towards the line, 
rather overshadowed by trees near it. The 
driver had no view along the line in either 
direction at the south gate, but further on, 
when the line is reached, a person can see 
a train approaching from the west, first 
over the cutting slope when it is 180 yd. 
away. The view eastwards is a little better 
and has now been improved by the removal! 
of bushes. Vehicles approaching from the 
north can see easily the upper part of an 
approaching train, coming from. either 
direction. 

The York-Driffield road crosses at Gar- 
ton Slack crossing, 660 yd. east, for which 
the down distant signal is close to the 
site of the accident. This works jn con- 
junction with the gates, kept normally 
across the line and thus serves to indicate 
the approach of a train to anyone aware 
of its significance. 


DETAILS. OF THE 
The line, 
approaches 


THE COURSE OF EVENTS 

The lorry driver stopped several yards 
short of the crossing and an occupant got 
down to open the gate, which he said was 
stiff. While he was holding it back the 
lorry started. He expected it to stop 
again while he went ahead to look along 
the line but it passed him and was struck. 
He heard no whistle or sound of the train, 
but that might have been due to the noise 
of the lorry engine. He would not have 
understood the meaning of the signal, had 
he seen it. 


The driver, unable to give evidence for 
three months, knew the neighbourhood 15 
years ago but had never been over the 
crossing until a few hours before, when he 
drove another party. He did not know the 
train times but was aware that one passed 
between 11.0 a.m. and noon. He heard no 
whistle or sound from the train and saw 
no steam, nor did he see the signal, which 
would have conveyed nothing to him. He 
declared that he stopped the lorry a second 
time a few feet from the rails to listen for 
anything, but could hear no sound of a 
train, The engine was on him as soon as 
he moved forward. 

A witness working nearby and watching 
the lorry saw it start from the fields al 
most as he heard the train whistle. It dis- 
appeared in the sunken road and, emerg- 
ing from the cutting, ran straight on the 
line, without anyone going ahead to look 
along the track. 

The farmer for whom the party was 
working said it had not worked before 
south of the line but had been employed 
north of it on two previous days. He in- 
tended the lorry itself to remain north of 
the line, as a shelter in case of rain, but 
was not perturbed when he saw it had 
passed south of it, as he knew the driver 
was acquainted with the locality. He re- 
garded him as entirely reliable and so had 
not warned him regarding the crossing. As 
a rule this was not used unless sowing or 
culting was in progress, when up to 16 
vehicles might cross daily. He was un 
aware of bridle rights and did not think 
they had been exercised since he took over 
12 years ago. (Colonel Woodhouse could 
find no trace of a bridle path alongside the 
hedges south of the line.) He had a narrow 
escape himself some years before and 
would have no objection to the crossing 
being closed to vehicles, if not entirely. 
He was shortly giving up the farm, but 
thought his successor would concur. 

The engine driver knew the line well and 
had never met with an accident there, but 
knowing how bad the view was, he kept 
very much on the alert approaching the 
crossing. He was running at 30 m.p.h. and 
gave a long whistle at the board. The 
crossing was clear when he saw it first at 
150 yd. but at 50 or 60 yd. the lorry ap- 
peared. He stopped as quickly as possible. 

The guard and fireman generally con 
firmed this evidence and the whistle was 
heard by the gatekeeper at the Garton 
Slack crossing, 660 yd. east, who said it 
was a still day. She knew the train was in 
section and had placed her gates across the 
road, when she noticed the distant signa! 
near the occupation crossing was at clear. 


INSPECTING OFFICER'S CONCLUSION 

It is clear that the whistle was sounded 
properly and clearly at the prescribed 
point. Although it was heard at about a 
mile by the gatekeeper she knew the train 
was coming and was on the lookout for 
it. It does not follow that it was equally 
audible to men not expecting it, above the 
noise of the lorry as it started from the 


fields. Colonel Woodhouse found that a 
whistle could be heard in the sunken 
road, though not clearly. It can be 


accepted that the lorry driver drove to- 
wards the crossing in ignorance of a train 
being near. The steam emitted running 
easily down the gradient may not have 
been noticeable above the cutting. 
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There was a conflict of evidence as to 
whether the lorry was stopped a second 
time clear of the line, but Colonel Wood- 


house does not regard that as very 
material, as view to the left from the driy- 
ing seat was probably restricted to 60 or 
70 yd. covered by the train in less than 
3 S6c. 

It was unfortunate that the imoli- 
cation of the distant signal was lost on the 
lorry driver, but it is remarkable that at 
so blind a crossing it did not occur to him 
to take the simple precaution of waiting 
clear while the other man went to a point 
where the view was better. The sole ciuse 
of this regrettable accident was the lorry 
driver’s lack of caution. 

RECOMMENDATIONS 

The extremely poor view of approaching 
trains obtainable frem the south side of 
the crossing makes itg abolition desirable, 
if this can be arranged. As the bridle path 
leading over it is apparently disused, and 
the fields separated from Garton Field 
Farm by the railway can be reached with 
less risk over the occupation crossings 
lying to east and west of it, the possibility 
of doing away with the crossing should be 
investigated. 

If, however, the objections to closing 
the bridle path prove insurmountable, 
the risks at the crossing can be greatly 
minimised by closing it for vehicular 
traffic and replacing the present gates by 
narrower ones, or even by stiles, if it is 
used for pedestrian traffic only. Negotia 
tions for either of these courses are bound 
to take some time, and steps to lessen the 
risks at the crossing in the interval are 
needed. “ Stop, Look, and Listen” notices 
have been erected there since the accident 
but these alone are not sufficient where the 
view is so bad. 

The whistle board to the west is so far 
away that a whistle sounded there may not 
be sufficiently audible near the crossing to 
attract attention, especially if the wind is 
in the wrong direction. Moreover, as rail 
speeds on the branch are low, such a 
whistle, if heard, heralds the approach of 
a train more than a minute before it 
reaches the crossing, and perhaps before 
anyone about to cross the line has seen the 
notice warning him to listen for it. There 
fore the present board should be replaced, 
or supplemented, by one much closer to 
the crossing. 


A similar board should also be 
provided to the east, where there is 
none at present. In addition, the south 


slope of the cutting should be kept clear 
of bushes for such a distance on both sides 
as is necessary to provide as good a view 
as possible along the line. 


HOLMAN PRopucTs AT OLYMPIA. — Hol- 
man Bros. Ltd., of Camborne, specialists in 
the manufacture of pneumatic equipment, 
are showing a representative selection of 
products at the Engineering & Marine 
Exhibition, which is being held at Olympia, 
London, from August 25 to September 10. 
These include the Athos two-stage air com 
pressor; the Hyl airwinch developing 
5 b.h.p.: and vane-type rotomotors for 
driving fans, pumps, and other small 
plant. The Holman range of pneumatic 
tools exhibited includes riveting hammers, 
rivet busters, rivet holders, and scaling 
hammers. Incorporating the Holman vane- 
type air motor are rotary drills for boring 
steel plate: wood borers; rotary grinders 
of radial, locomotive rod, and_ surface 
types; and rotary sanders for buffing and 
polishing. 
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Railway Finances in Western 
Germany 


The operating account of the German 
Railways in the three westeri zones for 
the period from June 20, 1948, to the end 
of the year, or roughly for the first six 
months after the introduction of the cur 
rency reform, closed with a surplus of 
Deuische Mark 3,840,000. This is gener- 
ally considered satisfactory, particularly as 
also tully two months elapsed before the 
Allied consent was given to a 40 per cent. 
increase in freight rates, The surplus has 
been arrived at after allowing for pensions 
in respect of Reichsbahn staff who had 
lost their positions as a result of political 
and territorial changes. Despite this, the 
profit and loss account was adversely 
affected through burdens which have 
nothing to do with railway working, re- 
sulting in a loss as on December 31, 1948. 

The pocr result of the 6 per cent. 
Reichsbahn loan, originally envisaged at 
§00-600.000.000 Deutsche Mark, subscrip- 
tion to which was opened early in June 
(the closing date having been postponed 
from June 25 to July 9), has added to the 
financial difficulties of the raiiways in 
Western Germany. Subscriptions totalled 
only 335,000,000 Deutsche Mark. Any 
advantage resulting from the loan, how- 
ever, is said to have been nullified by the 
necessity of the Reichsbahn to obtain ad- 
vances to increase its liquid assets. These 
advances are said to exceed the total 
amount of the loan. New ways, there- 
fore, will have to be tried to secure the 
funds necessitated even by a much cur- 
tailed programme of renewals and recon- 
struction. 

Self-financing does not seem promising 
in view of adverse development of traffic 
which has disappointed the most modest 
expectations. In recent weeks, there has 
been a slight increase originating in pas- 
senger holiday trailic, and the introduction 
of cheap holiday tickets is likely to result 
ic further expansion. [his will not 
suffice to compensate for the general fall 
in working receipts. 

rhe situation is even worse with freight 
traffic. The usual seasonal expansion 
failed to materialise. The average number 
of wagon-loadings has been around 45,000 
per weekday during recent weeks. Wagons 
placed at the disposal of consignors in 
June totalled 1,104,827, thereby covering 
99} per cent, of requirements. That total, 
however, was 4 per cent. below the total 
for May, with one working day less. 





Exterior view of the new British Railways road mobile 

booking office, showing trailer coupled to tractor, public 

entrance and exit, and enquiry window, on the left 
(see article above) 
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Steps are being taken to reduce expendi 
ture to the barest minimum to balance 
receipts and expenditure, but the measures 
envisaged in this connection are described 
as very drastic. Most of the reconstruc- 
tion schemes are to be shelved, although 
it has been recognised that in the long run 
this is bound to prove detrimental both to 
the railways and to the economic life of 
the country. It has been admitted, for 
instance, that modern coaching stock 
would contribute towards an increase of 
traffic and thereby of passenger receipts. 

Furthermore, the modernisation of goods 
rolling stock would diminish the number 
of wagons in a or awaiting repair. 
Even allowing for the 13,000 new goods 
wagons still to be delivered during the 
coming weeks, the average age of goods 
wagons exceeds 25 years. Means of re- 
constituting a fleet of modern coaches and 
wagons are lacking, however, and there is 
some reluctance to accept financing 
schemes put forward by the wagon 
industry, which tend to regard only their 
own interests. 


British Railways Mobile 
Booking Office 


A road mobile booking office, com- 
plete with tickets, timetables, and travel 
literature, is touring sea fronts in South 
Coast resorts from Kent to Devon, selling 
tickets for cheap day, half-day and even- 
ing excursion trips, and holiday runabout 
tickets from local stations, and also giv- 
ing travel information to the public. 

The mobile office consists of a large 
trailer fitted with ticket racks, counters, and 
cupboards for literature, hauled from point 
to point by a British Railways tractor. 
The office is entered from the rear of the 
trailer, but inquiries also can be attended 
to through a side window. Living accom- 
modation comprising sleeping, cooking, 
and washing facilities is provided in a 
separate room behind the main counter 
for the use of the staff Two sunshine 
roofs are provided, with perspex panels, 
and the body is painted on the exterior 
in British Railways cream and crimson 
lake livery, while the interior colour 
scheme is in cream washable fabric above 
and in red below. 

The trailer was inspected by Sir Eustace 
Missenden, Chairman, and members of 
the Railway Executive on August 18. 

It began its tour at Herne Bay on 
August 22, and is continuing thence along 
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the coast of Kent, Sussex, Hampshire, 
Dorset, and Devon to Exmouth: it will 


then work back to Herne Bay. 

The return trip will last about six 
weeks; calls will be made, in some cases 
for a whole day, at the principal resorts. 
In arranging the tour British Railways 
have been helped by the co-operation of 
local authorities, 


Chanaiael Soil Stabilisation on 
the Paris Metropolitan 


At the Soil Mechanics Congress at Rot- 
terdam in 1948, M, Noblet, Chief 
Engineer (New Works) of the former Paris 
Metropolitan Railway, described a suc- 
cessful attempt at stabilising the founda- 
tions of an underground tunnel by 
chemical means. 

Between the road a of Richelieu- 
Drouot and the Place de la République, 
routes 8 and 9 of the Metropolitan Railway 
share a two-tier tunnel, consisting virtually 
of four single-track tunnels. This con- 
crete structure, built in 1926-31, is em- 
bedded in sand and gravel, below which 
there is a strong layer of marl about level 
with the tunnel sole. The subsoil water 
is saturated with sulphates and reaches up 
to about two-thirds of the structure. 

In spite of precautions taken at the time 
of construction, the concrete of the lower 
parts of the structure has markedly 
deteriorated because of the penetration of 
the water. The concrete became impreg- 
nated with water and began to show signs 
of decomposition. Various local pallia- 
tives had no permanent success, and it was 
decided in 1943 to resort to a_ soil 
stabilisation through mortar _ injections. 
This method proved successful, with the 
exception of a single section of tunnel, 
where a pocket of sand embedded in the 
marl prevented the penetration of the 
mortar even under increased pressure. 
This pocket extended below the whole 
width of the tunnel over a length of about 
100 ft.. and to a maximum depth of about 
24 ft. 

As it was essential to achieve the 
stabilisation of the soil also on this section, 
a new method had to be chosen. The firm 
of L’Entreprise de Fondations et Travaux 
Hydrauliques was called in, and deve- 
loped, in conjunction with the Laboratoire 
du Batiment et des Travaux Publics, a 
method whereby the soil pocket could be 
subjected to chemical treatment by means 
of a solution capable of making the sand 





Sir Eustace Missenden, Chairman of the Railway 

Executive, with Mr. David Blee and Mr. V. M. 

Barrington-Ward, inspecting the mobile booking 
office for British Railways 
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both stable and impermeable. A series of 
laboratory tests produced a mixed silica-gel 
with optimum properties, the composition 
of which has been patented by the con- 
tractors. 

The machinery required for the injec- 
tion was mounted on a ballast train which 
was shunted on to the low-level line during 
the night, so that work could proceed with- 
out interrupting the traffic. The injections 
were made through boreholes, starting 
from the centre of the pocket and proceed- 
ing towards the edges. The _ injection 
needle consisted of a steel tube, fitted with 
a rubber socket so as to seal the borehole 
hermetically during the process. Test 
borings carried out several months after- 
wards showed that the sand had formed, 
together with the silica-gel, an almost 
impermeable gelatinous mass of such con- 
sistency that there was no longer any 
danger of displacement. 





Staff & Labour Matters 


Lodging Turns Dispute 

The stoppage of work by trainmen in 
the Eastern, North Eastern, and Scottish 
Regions as a result of the dispute about 
lodging turns became more extensive on 
Sunday, August 21; the withdrawal of 
labour which had been confined to Grant- 
ham and York depdis on the previous 
Sunday spread to a number of motive- 
power depots throughout the three Regions 
concerned with the East Coast lines. 

There were seven depots concerned in 
the stoppage of work, viz.. Kings Cross, 
Grantham, York, Gateshead, Heaton 
(Newcastle), St. Margaret’s (Edinburgh), 
and Dundee. The withdrawal of labour 
was most serious at York, Gateshead. 
Heaton, and Grantham depots. 

The decision of the footplate crews to 
renew their Sunday strikes was made by 
delegates of footplate men at an unofficial 
meeting at York on August 18. The dele- 
gates considered the position of the Grant- 
ham men who refused to work a lodging 
turn which had been agreed between re- 
presentatives of the N.U.R., A.S.L.E. & F., 
and representatives of the Railway 
Executive, 

Voting at the unofficial meeting at York 
was 20 in favour of striking and two 
against, with 16 abstentions. 

The chairman of this meeting stated: 

“If it is without the goodwill and co- 
operation of the train crews, the operation 
of the whole railway services will suffer 
considerably. Nationalisation, which we 
have had a struggle to achieve, has fallen 
short of what was expected by both rail- 
waymen and the British public. We have 
decided to resume the Sunday token strikes 
beginning from midnight on Saturday, 
August 20, until the whole of the lodging 
turns introduced by British Railways in 
the Region since May 22 are withdrawn.” 

The meeting which was to have taken 
place at Grantham between _ representa- 
tives of the Railway Executive, the 
N.U.R., A.S.L.E. & F., and of the Gran- 
tham L.D.C. on August 23 was switched 
to York in an effort to avert a repetition 
of the difficulties next Sunday. Represen- 
tatives of other Local Departmental Com- 
mittees concerned with the dispute were 
invited to be present and the discussions 
were not confined to the Grantham turn, 
which was the cause of the action taken 
by the Grantham crew. The meeting at 
York was attended by Mr. W. P. Allen. 
Member for Staff & Establishment, Rail- 
way Executive, as well as a number of 
senior officers of the two railway unions 
concerned. 
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Afterwards it was stated that the union 
members had undertaken to give their 
members at the depots an unbiased report 
of the meeting and to advise the Railway 
Executive of any decisions they may make 
by August 27. 


Railway Executive’s Statement 

In view of the threat on the part of the 
footplate staff to withdraw their labour on 
Sundays, the following statement on the 
position was issued by the Railway Execu- 
tive on August 19: 

When the lodging turns dispute ended 
last June, the Railway Executive agreed, 
as it had always been ready to do, to 
examine with the trade unions all rosters 
involving additional lodging turns. 
Several meetings were then held for this 
purpose with the principal officers of the 
trade unions, and, in the interests of effi- 
ciency, certain lodging turns on the East 
Coast main line were agreed to be 
worked. 

This agreement included the working 
of two trains involving lodging turns on 
seven occasions in 144 days by a limited 
number of the men at Grantham, but 
this they are refusing to do, and the threat 
of unofficial stoppages of work on this 
route on Sundays is again being used. 
This is a clear and simple case of men 
refusing to honour an arrangement agreed 
by their unions, 

The Railway Executive has been in 
close and constant touch with the head- 
quarters of the trade unions and is assured 
that they are taking resolute action to 
cause their members to carry out agree- 
ments entered into on their behalf. 

Concurrently with this, the Railway 
Executive exhibited the following notice 
at all locomotive dep6ts which are situ- 
ated on the East Coast route on Satur- 
day, August 20:— 

The Railway Executive has learned that 
an unofficial body which met at York on 
August 18, decided to ask trainmen on 
the East Coast route—Kings Cross to 
Scotland—to refuse to work on Sunday 
next. They feel sure that the men will not 
follow advice so utterly irresponsible, 
which can only bring unnecessary incon- 
venience to the travelling public to whom 
the first duty lies, and, at the same time, 
damage the industry and the reputation 
of the railway trade unions. 

“The lodging turns in question were 
introduced only after the fullest consulta- 
tion and agreement with the two trade 
unions concerned. The specific turn for 
the Grantham enginemen was fully agreed 
by the A.S.L.E. & F, and the N.U.R. on 
July 12, 1949, as being the only practic- 
able course to follow. Its operation was 
deferred until August 8 to enable the 
unions to explain the arrangements to 
their members. In order to clarify the 
position a further meeting has been 
arranged at Grantham for August 23, 
which will be attended by the Local De- 
partmental Committee, with representa- 
tives of the RE, N.U.R., and 
AS.LE. & F. 

“In the meantime the Railway Execu- 
tive cails on ail men concerned to honour 
the agreements which have been made 
between the Executive and the unions and 
emphatically to repudiate any decisions 
of an unofficial body.” 

The Railway Executive is convinced 
that what is needed is a return of the old 
sense of loyalty and discipline, not only 
to the public and to the management, but 
also to the railway trade unions, so that 
negotiated agreements are honourably 
accepted by the staff, and the realisation 
of responsibility for the efficient perform- 
ance of a public service 
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able to suggest that a change of engine- 
men should take place, thus avoiding 
Newcastle men, working through to Lon- 
don. This view was accepted by the 
Railway Executive representatives, it being 
agreed that North Eastern Region men 
would work between York and Newcastle 
without lodging; the problem was then 
wheiher or not the York-London non- 
stop portion of both journeys could be 
worked without lodging. 

The Railway Executive representatives 
said they had explored this point exhaus- 
tively and could not find any means of 
working the trains between York and 
London on a non-lodging basis without 
contravention of the national agreement as 
to the length of a rostered turn of duty. 
It therefore proposed that the trains should 
be worked by Grantham men, although 
this would involve men travelling as pas- 
sengers from Grantham to York before 
working from York to London, and from 
York to Grantham after the down journey 
from Kings Cross to York, | 

The representatives of the Railway Exe- 
cutive and trade unions examined in detail 
the alternatives which the Railway Execu- 
tive representatives had aiready con- 
sidered and discarded as being contrary 
to national agreement, with the result that 
the union representatives came to the 
same view as the Railway Executive, that 
the only practical way was for the Grant- 
ham men to work the trains, The pro- 
posal thereby became an agreed roster. 

The Railway Executive readily agreed 
that if the Grantham men, through their 
L.D.C., could put forward workable 
alternatives of their own, they should be 
examined at a further meeting. This in 
fact happened and the Grantham men’s 
proposals were subjected to the most ex- 
haustive examination. 

The conclusion reached by both sides 
was that these proposals were not work- 
able and that the previous decision repre- 
sented the only satisfactory working which 
could be effected. The essence of the 
Grantham men’s alternative was to stop 
the two trains at Grantham and effect a 
change of enginemen. The Railway Exe- 
cutive has consistently declined to enter- 
tain any arrangement which included the 
stopping of these trains at Grantham, for 
the following reasons :— 

(1) Provision of a satsifactory public 
service, 

(2) Avoidance of delay which would 
otherwise be incurred, both by these 
trains and by reaction upon following 
trains, if a stop were made at Grantham, 
especially as stops were not necessary for 
Passenger purposes, 

This policy of eliminating stops for the 
purpose of changing engines has been 
applied to Regions other than the East 
Coast route, and with the consequent in- 
crease in the length of non-stop train 
running, the necessity to work such trains 
on a lodging basis has been accepted by 
both the headquarters of the unions and 
the men involved. 

Although the second meeting about the 
Grantham workings took place on July 12, 
the Railway Executive afforded ample time 
for the headquarters of the unions to 
ensure acceptance by their local members 
at Grantham by refraining from intro- 
ducing the two trains in question, with 
the consequent lodging turns, until 
August 8, 1949, 

The enginemen observed their rostered 
train working until August 10, although 
on Monday night. August 8, the men 
travelled home to Grantham and back to 
Kings Cross in their own time. The 
enginemen on the 2.5 p.m. from York on 
August 9 returned home to Grantham as 
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passengers and reported for duty, not at 
Kings Cross, but at Grantham the next 
morning. They were told their work 
was at Kings Cross. There was no work 
for them at Grantham. On Wednesday, 
Grantham men worked the train to Kings- 
Cross, but travelled to and from their 
home station in their own time, reporting 
back to Kings Cross as rostered. 

On August 11 an unofficial meeting of 
the Grantham men (at which approxi- 
mately 60 out of a total of 270 footplate 
staff attended) decided on strike action 
on the following Sunday, August 14. On 
that day, of the 54 drivers and 54 firemen 
due to report at Grantham, only 16 
drivers and four firemen presented them- 
selves for duty. At York, the other depdt 
affected, out of 110 drivers and 112 fire- 
men rostered, 33 drivers and 29 firemen 
reported for duty. No dislocation was 
caused to main-line East Coast services, 
but a few local and excursion trains had 
to be cancelled. 

This situation, unlike the original dis- 
pute is as to whether an agreement nego- 
tiated between the Railway Exceutive and 
the trade unions will be honoured by 
members of the unions, 


Wages Claim 

[The Conciliation Board, under the 
chairmanship of Sir John Forster, set up 
by the Minister of Labour to consider the 
rates of pay and conditions of service of 
conciliation and salaried grades covered 
by the machinery of negotiation for rail- 
way staff, concluded its hearings on Thurs- 
day, August 18. The board will now have 
the task of sifting the evidence submitted 
by the railway trade unions and the Rail- 
way Executive and publishing its findings. 

Representatives of London railwaymen, 
at a meeting on Tuesday night, August 
23, decided they would not strike in pro- 
test at the alleged delay in reaching a 
decision on the claim for a flat rate in- 
crease of 10s. a week and enhanced pay- 
ment for time worked after 12 noon on 
Saturdays. A resolution to await the find- 
ings of the Board of Conciliation was 
carried by 84 votes to 12. This was car- 
ried as an amendment to a motion calling 
for token strikes to be staged every 
Monday. 





BRITISH STANDARD FOR BEVEL GEARS.— 
The 1949 edition of B.S.545—Bevel Gears, 
recently published by the British Standards 
Institution, represents a complete revision 
of its predecessor. The definitions have 
been revised and the aim has been to com- 
bine rigour and brevity with pedantic 

wording. The overlap ratio of helical 
fice gear teeth comes into prominence 
because it is now used in assessing load 
; capacity. The basic tooth form is defined 
more accurately and the method of deter- 
mining appropriate addendum modification 
covers every case likely to occur. Incon- 
sistencies in the. previous formule for 
tolerance on pitch are avoided and the new 
expressions for load capacity include fac- 
tors that were ignored or inadequately 
represented in the 1934 edition. As before, 
a number of typical calculations of load 
capacity are worked out in detail and the 
factors used in them are determined from 
charts that have been re-drawn to improve 
accuracy and ease of reading. In such cal- 
culations a “life factor” is now used to 
take into account the length of life ex- 
pected from the gears under consideration. 
Copies of this Standard may be obtained 
from the British Standards Institution, 


Sales Department, 24, Victoria Street, Lon- 
don, S.W.1, price 7s. 6d. 
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Notes and News 


Assistant Civil Engineer Required.—An 
assistant civil engineer, not over 40 years 
of age, is required by the Crown Agents 
for the Colonies for its London Office. 
See Official Notices on page 255. 

Retail Prices Index.—At July 12 last 
the official index figure, which measures 
changes in the average level of retail 
prices compared with the level at the base 
date, June 17, 1947 (taken as 100), was 
111, the same as at June 14. 


Electronic Control of Oxygen Cutting 
Machinery.—Recently the firm of Han- 
cock & Co, (Engineers) Ltd. has developed 
a new oxygen cutting machine controlled 
electronically. This is one of the exhibits 
at the Engineering & Marine Exhibition 
now being held at Olympia. The five 
drives on the Hancock profiling machine 
have been increased by a sixth drive 
which projects a pinhead of light on to 
the line of a drawing. This compels the 
tractor wheel to turn in such a way that 
the spot of light will always remain on 
the line. 

East Indian Railway Dinner.—The 46th 
annual dinner of the East Indian Railway 
Officers’ Dinner Association will be held 
on September 21 at the Connaught 
Rooms, Great Queen Street, Kingsway, 
W.C.2. The Chairman will be Mr. J. A. 
Bell, C.B.E., formerly General Manager 
of the E.LR. On September 22 the asso- 
ciation will hold its Re-union Tea at 
Stewart’s Restaurant, Bond Street. W.1. 
Further details of both functions will 
appear in a future issue. The Honorary 
Secretary is Mr. E. H. N. Lowther, The 
Little Gables, Folders Lane, Burgess Hill, 
Sussex. 

B.R. Stand at Liverpool Model Ex- 
hibition—One of the principal features 
of the model railway exhibition to be 
held at St. George’s Hall. Liverpool, be- 
tween September 1 and 10, will be the 
British Railways model layout, consisting 
of some 500 ft. of track. The exhibit, 
which was assembled by selected British 
Railways employees, from components 
supplied by various model-making firms 
and individuals, already has proved a 
success at a number of previous ex- 
hibitions. Representatives of British 
Railways will attend the stand to give 


advice and assistance to young men 
who are thinking of making _ their 
careers with British Railways. Other 


models in the show will include Edge Hill 
marshalling yard, L.M.R., Mersey Docks, 


two models of the Birkenhead ferry 
boat, a diesel locomotive, a restaurant 
car, two push-button working loco- 


motives, and models from the Liverpool 
Model Railway Club. 


Richard Thomas & Baldwins Limited.— 
In a statement circulated with the report 
and accounts for the past year, the Chair- 
man of Richard Thomas & Baldwins 
Limited, Mr. Ernest H. Lever, said that, 
although output had been affected by 
shortages of raw materials and labour, the 
company had again played its full part in 
the attainment of the record production 
figures of the iron and steel industry. The 
light alloy and fabricating sections had re- 
stricted production owing to a falling off 
in orders. Whether the proposals con- 
tained in the Iron & Steel Bill came into 
practical effect would depend on the ver- 
dict at the next General Election. Their 
business was founded in 1884 and con- 
tinuity of initiative and progress had 
created assets worth £35 million. Should 
the Bill come into operation, these assets 
would be taken away in exchange for 


compensation inadequate by any standard 


stockholders and property owners, but by 
wage earners who 
startling principles sala applied to their 


affairs be fore tong. lf expediency became 



























































































depart ‘ion sah, on no man seul be 
safe either in the little personal property 
left to him or in his avocation. 


San Paulo (Brazilian) Railway. 
duction of San Paulo (Brazilian) Railway 


which was confirmed by the High Court of 


motormen were 
injured when a London Transport Execu- 


There were no passengers. 


" geen has issued 
a ro ie and sie edition of the leaflet 
* List of Some Preservative — and 
Proprietary Preservatives,” i f 
records maintained by their Ste atistics and 


arranged under the nadine of creosoters, 
and proprietary names. 

Country Buses Returned to the Pro- 
i -The last of the country buses and 
motorcoaches which helped 
have left London. 


they numbered about 575. y 
been returned to their owners as the result 


At one time last winter 


of 650 new buses in the past 
seven months with i 
1,000 more by the end of the year. 


London Transport E xecutive bus station at 
Newbury Park was opened recently. ° 
station consists of an open forecourt, with 
wide carriageway i 
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footway, 
with 36-ft. carriageway and 16-ft. footway. 
[here is a copper-covered reinforced con- 


and a hangar-like covered section, 


crete barrel vault, which is 30 ft. high and 
150 ft. long, with an arched span of 60 ft. 
The new bus station is linked to the Cen- 
tral Line platforms by a new footbridge 
across the tracks. 


New South Wales Buys German Wagons. 

A German firm, Wagenfabrik Talbot, 
of Aachen, has obtained a contract from 
the Commissioner for Railways of New 
South Wales, Australia, for the manufac- 
ture of 500 all-steel goods wagons. 


Industrial Paints and Varnishes,—At the 
tenth display and exhibition of the Society 
of British Aircraft Constructors, to be held 
at Farnborough from September 7-9, the 
firm of Docker Brothers, ecru will 
show a range of corrosion-resisting paints 
and varnishes suitable for industrial 
Operating conditions. 


_ French Franc Allowance 
The French Ministry of Finance has 
announced that, as from August 21, 
travellers entering France will be allowed 
to bring with them 60.000 fr. (about 
£54 15s.) in French currency, instead of 
the 40.000 fr. (£36 10s.) formerly 
allowed. 


Increased.— 


Great Northern Railway 
In connection with the Great Northern 
Railway (Ireland) financial crisis, which 
has been referred to in previous issues, 
advices have been sent to about 900 
salaried and 6,900 wages-grade em- 
ployees. from the managerial staff down 
informing them that, although the com- 
pany will continue existing conditions of 
service as far as possible, their employ 
ment as from September 20, 1949, will be 
subject to notice of one week instead of 
the period of notice which at present 
applies. 


(Ireland).— 


Ten-ton Heat-Exchanger Core.—The 
firm of G. A. Harvey & Co. (London) 
Ltd. is showing a representative selection 
of products at the Engineering & Marine 
Exhibition. These include a tube bundle, 
weighing 10 tons, for a heat exchanger, 
and a gilled-tube air cooler for refrigera- 
tion purposes, 5 ft. 6 in. long by 2 ft, 9 in. 





New London Transport Bus Station 





Reinforced concrete barrel vault roof of Newbury Park bus station, 
described in the paragraph above 
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wide by 5 ft. 64 in. high, with six stacks 


each of 16 Harco Tapergill mild-stee| 
tubes of 34 in. outside dia. Other ex- 
hibits include wirework of various kinds, 
including machinery and pipe guards 
radiator covers, lift enclosures, and parti- 
tions; pressed-steel gutters in all sec ons 
and thicknesses; ventilators; steel desks 
and tables; filing cabinets; cupbo.irds: 
shelving and lockers; storage bins and 
racks. 


International Traffic Law Convention,— 


Proposals for new international traffic 
rules, standard road traffic signs, and a 
standard form of driving licenc are 


among the topics under discussion at the 
United Nations conference on road and 
motor transport which opened at Geneva 
on August 23. The British delegation is 
led by Sir Cyril Birtchnell, Deputy Secre 
tary (Inland Transport) of the Ministry of 
Transport. The object of the conference 
is to draw up a new convention on road 
and motor transport to replace, and bring 


up to date, the three existing conventions 
on Road Traffic, 1926: Motor Traffic, 
1926; and unification of Road Signals, 
1931, 


Greenwood & Batley Limited,—Colonel 
H. A. Micklem, Chairman, stated at the 
recent annual meeting of Greenwood & 
Batley Limited that the profit on trading, 
etc., was £135,814, as compared with 
£134,651 last year. After as 
£16,000 for depreciation and £48,887 for 
income tax and sundry charges, there re- 
mained a_ profit of £44,261, against 
£40,904, which, together with a balance of 
£70,924 brought forward, amounted to 
£115,185. They had appropriated £10,000 
to general reserve, and now recommended 
payment of final dividends of 34 per cent., 
less tax, on the preference and of 10 per 


cent. on the ordinary shares, making 15 
per cent. for the year, leaving £72,577 


to be carried forward. 


Edgar Allen & Co. Ltd.—Presiding at 
the recent fiftieth ordinary general meet- 
ing of Edgar Allen & Co. Ltd., whose 
results were given in our issue of August 
12, the chairman, Mr. W. H. Higgin- 
botham, said that trading, especially ex- 
port had been more difficult, due to market 
conditions, restrictions of imports abroad, 
and keener foreign competition. Their 
order book was still heavy, however, and 
results since the balance sheet satisfactory. 
The company was not scheduled for 
acquisition under the Iron & Steel Bill 
but the future was obscure; the Bill was 
thoroughly unsatisfactory, and he was con- 
vinced that nationalisation of the industry 
as proposed might prove an irretrievable 
disaster. Regarding the effects of high 
taxation on trading profits, high taxation 
was a cause of price inflation, and that 
abatement would most probably bring 
about a fall in prices. 


Transport Services Limited.—Voluntary 
liquidation is proposed by the board of 
Transport Services Limited, whose under- 
taking was taken over in January, 1948, 
by the British Transport Commission. A 
total of £2.775,000 has been received from 
the B.T.C. on account of the purchase 
price. The directors are calling an extra- 
ordinary meeting on September 8, when 
a special resolution will be considered to 
wind-up voluntarily. After making due 
allowance for taxation and other liabilities. 
and repaying £1 preference shares at 23s. 
the board estimates that there will be ben 
35s. 6d.-36s. a share available for ordinary 
shareholders. It is proposed to ask the 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
yacuncy is for employment excepted from the 
provisions of that Order. 


[N TERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the turopean Continent. 2s. y post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


BRITISH WORK ON PERSIAN RAILWAYS. 
[he achievements and difficulties of the R.Es 
during the 15 months in which they laid the foun- 
dation for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price Is Post free 1s. 2d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 


TR ANSPORT ADMINISTRATION IN’ TROPI- 
CAL DEPENDENCIES. By George V. O. 
ley, C.B.E., M.1.Mech.E. With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.1S.,_for- 
merly Chief Accountant, Nigerian Government Rail- 
way 190 pages Medium 8vo. Full cloth. Price 
20s By post 20s. 6d. The Railway Gazette, 33, 
Tothill Street, London, S.W.1. 


Bulke 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


ASSISI ANT ENGINEER—CIVIL required by the 

Crown Agents for the Colonies, for  thetr 
London Office. Salary scale £475-£25-£750. The 
£475 minimum is linked to entry age at 25 with the 
addition of £25 for each year above that age up to 
£600 and subtraction of £25 for each year below 
25 Commencing salary fixed according to quali- 
fications, experience, and age. Extra duty allow- 
ance of 8 per cent. of annual salary also payable 
rhere is a non-contributory office Gratuities Scheme 
providing superannuation benefits. Before assuming 
duties with the Crown Agents the person engaged 
will be required to undertake a period of service (not 
exceeding four years) in one of the colonies, for 
which a higher rate of salary and an outfit allow- 
ance are payable Candidates, not over 40, should 
be Chartered Civil Engineers or be exempt from 
parts A and B of the examination of the Institution 
of Civif Engineers, and have had at least two years 
practical experience of civil engineering works with 
general experience on railway maintenance including 
permanent way, bridge work and reinforced concrete 
constructions. Apply at once by letter, stating age. 
whether married or single, and full particulars of 
qualifications and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 4, 
Millbank, London, S.W.1, quoting M/N/24637/3D 
on both letter and envelope. The Crown Agents 
cannot undertake to acknowledge all applications 
and will communicate only with applicants selected 
for further consideration 
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SENIOR ESTIMATOR required, fully experienced 

in Rolling Stock Construction; permanent post 
for suitable applicant Superannuation Scheme oper- 
ating. Apply in writing, stating age, experience, and 
salary required to CRAVENS RAILWAY CARRIAGE & 
Wacon Co. Ltp., Darnall, Sheffield, 9. 


RAILWAY MAINTENANCE PROBLEMS. _By 

H. A. Hull (late District Engineer, L.M.S.R.). 
Valuable information. With much sound advice 
upon the upkeep of permanent way. Cloth. 8} in. 
by 5} in. 82 pp. Diagrams. 5s. By post 5s. 3d. 
A} Railway Gazette, 33, Tothill Street, London, 
S.W.1. 


S TANDARD MILITARY RAILWAY BRIDGES. 

By F. S. Bond A description of the different 
types of bridges designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in. 
by 12 in. fully illustrated. Paper cover, 5s. By post 
Ss. 2d. The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


4-8-2 CLASS “15F” LOCOMOTIVE FOR 

THE SOUTH AFRICAN RAILWAYS. 
The latest examples of these main-line passenger and 
freight locomotives have been built by the North 
British Locomotive Co. Ltd. Reprinted from The 
Railway Gazette of September 20, 1946. Price 2s. 
By post 2s. 2d. The Railway Gazette, 33, Tothill 
Street, London, S.W.1. 








liquidator to repay the preference at 23s. 
plus accrued interest and for early re- 
payment on the 5s. ordinary shares of 
30s. Holders of the ordinary will be asked 
to agree to deduction from the initial 
30s. distribution of 6$d. a share to provide 
an ex gratia payment to the directors for 
loss of office. Issued capital totals 
£595,994, composed of £235,299 in 6 per 
cent. redeemable cumulative preference of 
£1 and £360,695 in ordinary shares of 5s. 


George Spencer, Moulton & Co. Ltd.— 
Mr. J. C. Spencer, Chairman & Joint 
Managing Director, in his statement cir- 
culated with the report and accounts of 
the company for the year ended Decem- 
ber 31. 1948, said that, after providing 
£77,453 for taxation and appropriating 
£50,000 to reserve and £10,000 to replace- 
ments, a balance was left of £57,107, from 
which the directors recommended a divi- 
dend of 7} per cent., less tax, with £46,052 
carried forward. Acting on the policy of 
ploughing back profits they had spent 
£42.011 on plant and equipment during 
the year under review. Regarding their 
subsidiary companies, their rubber estates 
in Malaya incurred a loss, due to expen- 
diture on rehabilitation, but they might in 
time be compensated through possible 
action by H.M. Government; their Indian 
company was progressing satisfactorily; 
their French company was not advancing 
as quickly as they had hoped in the 
scheme for reconstruction owing to cer- 
tain legislation; and their American com 
pany provided income in the form of 
royalties, but not in such volume as for 
the previous year. 


Stewarts and Lloyds Limited.—Presiding 
at the annual general meeting of Stewarts 
and Lloyds Limited, whose financial re- 
sults were given in our June 3 issue, the 
Chairman, Mr. A. G. Stewart, emphasised 
the losses which would be borne by 
holders of their various stocks as a result 
of nationalisation. They thought the 
whole principle of nationalisation was 
wrong and that the basing of the compen- 
sation price on Stock Exchange prices was 
particularly unjust. The company for 
years had ploughed back its profits to pro- 
Vide reserves, and improve plant, which 
was the reason for their present strength 
and efficiency. Stockholders normally 
would expect the benefit of this policy in 
the form of increased dividends, but under 
the Steel Bill it was no longer possible to 


increase dividends. or to make an issue of 
further capital on favourable terms to 
stockholders. Nobody yet had put a 
reasoned case for nationalisation, which 
was justified only if it provided cheaper 
steel of the right qualities and quantities, 
or if the industry was not doing justice to 
consumers or employees. Nationalisation 
might lose them a measure of goodwill 
overseas and they must take into serious 
account increasing competition abroad. 


G.N.R. (IL.) Stand at Dublin Horse Show. 

-The Great Northern Railway (Ireland) 
stand at the Dublin Horse Show, which 
was held during the first week of August, 
was designed by McConnell’s Advertising 
Service Limited, Dublin, and took the 
form of a general inquiry bureau. In the 
accompanying illustration can be seen the 
fifteen plaques representing the crests of 
most of the original railway companies 
now comprising the G.N.R., which were 


Great Northern Railway 


prominently displayed. The other side of 
the stand was dominated by a large photo- 
graph of the “ Enterprise Express ” leaving 
Amiens Street Station, Dublin, for the 
North. The inquiry counter featured 
literature on districts served by the railway 
and also included publications of the Irish 
Tourist Association, the Ulster Tourist 
Development Association and many re- 
sorts. To give a further impression of 
“ dressing’ and height to the rather long 
inquiry counters, a number of brightly- 
coloured cut-outs on wood were provided 
on the general theme of speed, service and 
punctuality. 


Wagon Repairs Limited—The statement 
of the Chairman, Sir Leslie Boyce, circu- 
lated with the report and accounts of 
Wagon Repairs Limited for the year end- 
ing March 31. records a profit after pro- 
viding for depreciation. taxation and 
other charges, of £169,368, to which must 


Bureau at Dublin Show 








General inquiry bureau representing the G.N.R(I.) at the recent 
Dublin Horse Show 
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be added £61,226, representing provisions 
made previously and no longer required. 
After deducting profits retained by sub- 
sidiaries a balance of £226,834 was left. 
Excess of current assets over liabilities 
of the parent company was £842,030. 
against £624,,714, and the volume of work 
performed was a record. All work done 
for the Railway Executive was in accord- 
ance with a schedule restricting the profit 
element for every item to the 1939 level. 
Increased earnings from trading, therefore, 
were attributable to increased output, 
made possible by extensions of plant, 
improved methods, and efficient manage- 
ment. Much of the profits resulted from 
their ancillary activities. To widen their 
field of activities and to ensure adequate 
supplies of nuts, bolts. etc., they had 
acquired the issued share capital of the 
Bolt & Nut Co. (Tipton) Ltd. Arising 
from the liquidation of the Railway 
Wagon Hiring Co. Ltd., it was proposed 
to distribute a capital bonus to the 
holders of the ordinary stock at the rate 
of 2s. for each 5s. unit, since no profit- 
able use for this surplus could be found in 
the business of the company. 


Liverpool Overhead Traffics.—During 
the fortnight ended August 14, Liverpool 
Overhead Railway receipts were £129 
below those for the equivalent period of 
last year, Traffics for the two weeks were 
£2,830 and £3,003 and on the aggregate 
are now £88,425, as compared with 
£88,694 in 1948. 


Plastic Floor Tiles——Tiles of material 
compounded by De La Rue Floors & 
Furnishings Limited are now being made 
at Tynemouth. Marketing and installation 
are being undertaken by Semtex Limited. 
These flexible tiles, 9 in. square, are avail- 
able in attractive plain and mottled 
colours, in cream, buff, black, dark-blue. 
mid-red, biscuit, and green. The tiles are 
resilient and will recover from marks and 
dents. The makers claim that they have 
almost unlimited resistance to wear. They 
will not support combustion and have vir- 
tually no  water-absorption. Specially 
suitable in public buildings such as hotels, 
restaurants, office blocks, etc., because of 
their length of life and silence, this new 
flooring presents considerable opportunity 
for decorative schemes, The tiles are 
impervious to acids and oils. 


Forthcoming Meetings 


Until August 27 (Sat.).—Model Engineer 


Exhibition, 1949, at New  Horticul- 
tural Hall, Vincent Square, West- 
minster, S.W.1. Open 11 a.m. to 9 
p.m. 

September 1 (Thu.) to 10 (Sat.)—Liver- 
pool Model Railway Exhibition, at 


St. Georges Hall, Liverpool. 
September 3 (Sat.).—Permanent Way Insti- 


tution, London Section; visit to the 
Mountsorrel Granite Company’s 
Works. 

September (Wed.).—Scottish Society of 


Students of the Locomotive, at 
Room “ C,” Institution of Engineers 
& Shipbuilders in Scotland, 39, Elm- 
bank Crescent, Glasgow, C.2 at 7.30 
p.m. Inaugural meeting. 

September 8 (Thu.).—Institute of Welding: 
visit to Engineering & Marine Exhi- 
bition, Olympia, London. 

Until September 10 (Sat.).—Engineering 
& Marine Exhibition, incorporating 


the Welding Exhibition, at Olympia, 
Open 11 a.m, to 9 p.m. 


London. 
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Railway Stock Market 


Although sentiment was helped by a 
small rally in British Funds, business in 
stock markets remained on a very modest 
scale. buyers showing caution because 
of the widespread tendency to await 
the Washington financial talks. The 
view appears to be gaining ground, 
however, that devaluation of _ ster- 
ling is unlikely at this stage, unless 
there were a plan for revaluation of all 
European currencies in relation to the 
dollar. Even if Sir Stafford Cripps is 
successful in obtaining some temporary 
relief there is an impression that further 
austerity measures are not unlikely at 
home and another Budget in the autumn 
not improbable. 

There was a minimum of business in 
foreign rails where the main feature has 
been dealings in San Paulo in the new 
form of 10s. units ex the 50 per cent. 
return of capital. They changed hands 
actively around 16s. and are believed to 
be worth at least 20s., assuming that there 
is a successful outcome to the further 
compensation claim. United of Havana 
1906 debentures remained active, but, after 
touching 15 eased to 143, while Leopol- 
dina debentures eased slightly in the ab- 
sence of demand, although the view 
remains that their pay-out terms must in- 
clude full payments for the arrears of 
interest outstanding, and that consequently 
market prices seem undervalued. The 
4 per cent. debentures have eased to 90} 
and the 64 per cent. to 1334. The ordi- 
nary stock was 7}. and the preference 244, 
while Leopoldina Terminal 5 per cent. 
debentures were 1034, and the preference 
shares 2s. 9d. Great Western of Brazil 
£10 shares have eased to 136s. 6d. 

Antofagasta came back slightly to 7, 
and the preference stock to 44, but Nitrate 
Rails remained at 60s. Canadian Pacifics 
have been more active in common with 
dollar stocks generally, which have been 
favoured as a hedge against the possi- 
bility of currency devaluation. After 
touching 19%, however, the price eased 
to 194. The 4 per cent. preference was 
593 and 4 per cent. debentures 98. Manila 
“A”’debentures remained easier at 83 with 
the preference shares 6s, 6d. Firmness 


ruled in French railway sterling bonds 
with Nord at 1034, and Midi and Orleans 
both 934. 

Movements in road transport shares 
have been irregular. Scottish Motor 
Traction, after falling to 91s. recovered 
to 94s. in anticipation of terms of the pay- 
out for the ordinary shareholders. The 
preference shares, however, were easier 
because of the fear that the official an- 
nouncement from the company may sliow 
that they are entitled only to repayment 


at par. On the other hand, West Riding 
receded further to 70s., but B.E.T. stock 
was better at £1,550. Lancashire Trans- 


port were 80s. and Southdown Motor at 
94s. Prevailing view is that, although bus 
company earnings are running probably 
well below those of a year ago, with few 
exceptions it should be possible to main- 
tain dividends. The City does not expect 
any further important take-over moves by 
British Transport for the time being, jt 
is being assumed, indeed, that the question 
of acquisition of more road transport in- 
terests by British Transport may be deter- 
mined by the outcome of the next General 
Election. 

Iron and steel shares again moved nar- 
rowly with few buyers, although they 
offer attractive yields. and even in the case 
of those scheduled for nationalisation are 
not without attractions. Assuming that 
nationalisation is effected, iron and steel 
shares would be worth their take-over 
prices, and, moreover, the basis on which 
British Steel stock would then be issued as 
compensation would be determined by the 
general level of British Funds ruling at 
the time of the exchange into British Steel 
stock. Moreover, if, after all, nationalisa- 
tion were not effected, there would be a 
good case for general improvement in all 
iron and steel shares. 

Locomotive building and engineering 
shares have been fairly steady. Charles 
Roberts were good at £6}2 on the possi 
bility that the directors may be able to 
indicate that there is a prospect of a 
return of capital for shareholders. Vulcan 
Foundry were 17s. 9d... North British 
Locomotive 17s. 74d., Beyer, Peacock 185., 
and Gloucester Wagon 43s. 


Traffic Table of Overseas and Foreign Railways 





Trallies for week x Aggregate traffics to date 
a = f 
Rail Miles Week 3 Total | 
ways open ended Total Inc. or tee. ° — or 
: compare ° ecrease 
this year with 1947/48 Z 1948/49 
£ £ £ 

« Antofagasta... sil 14.8.49 69,810 + 11,900 32 2,175,150 + 458,230 

= { Costa Rica ... 28! June, 1949 36,466 + 1,271 52 431,896 + 47,058 

©| Dorada... 70 June, 1949 21,562 |— 14,938 26 170,605 + 28,405 

§ G.W. of Brazil 1,083 21.5.49 19,200 — 10,600 20 755,800 + 1,200 

=| inter. Ctl. Amer. ... 794 June, 1949 $1,141,887 + $73,006 26 $6,590,515 — $475,619 

©} La Guaira 223 June, 1949 $95,586 — $20,726 23 $651,515 + $11,222 

<{ Leopoldina... 1,902 28.5.49 43,288 + 3,864 21 ,094 |— 155,382 

3 | Nitrate ‘a 382 15.8.49 19,472 + 3,779 32 280,123 + 89,867 

oy | Paraguay Cent. 274 12.8.49 G136,131 + @52,205 6 £857,828 + 224,920 

‘~ | Peru Corp. 1,059 July, 1949 226,454 + 47,512 4 226,454 + 47,512 

$ | Salvador 100 May, 1949 94,000 — 9,000 48 c1,884,000 — 6,600 

© \ Taltal ion we «154 July, 1949 10,660 + 650 4 10,660 + 650 

” “United of Havana... 1,301 11.6.49 $231,311 + $14,746 49 $13,733,928 — $4,659,951 
a 

BJ Canadian National... 23,473 July, 1949 10,351,250 4 99,000 30 69,544,750 + 1,978,500 

©‘) Canadian Pacific ... 17,037 June, 1949 7,267,250 + 380,750 26 43,809,000 + 3,601,500 
V0 | 

Barsi Light* 202. July, 1949 40,822 + 7,522 | 17 134,002 + 19,995 

elra sa 204 Feb., 1949 104,917 — 6,180 22 589,461 + 9,141 

4 | Egyptian Delta 607 10.6.49 18,118 + 275 10 135,657 + 7,581 

2) Gold Coast .. 536 June, 1949 250,878 + 43,158 13 705,477 |+ 44,904 

& ) Mid. ofW. Australia 277 June, 1949 29,379 + 3,060 52 350,879 |+ 56,127 

>| Nigeria... ... 1,900  May., 1949 405,849 (+ 8,949 8 845,438 — 43,716 

South Africa 13,347 16.7.49 1,477,287 + 130,837 15 22,452,661 + 2,395,772 

Victoria... | 4,774 Apr., 1949 1,444,898 + 47,689 43 — _ 


* Receipts are calculated @ Is. 6d. to the rupee 











